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Contributions. 





The Economy of Air-Brakes. 





The Raiiway Commissioners of N. S. W.) 
SYDNEY, Dec. 13, 1895. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

* Inthe Railroad Gazette of Nov. 8 I notice you call at- 
tention to the saving brought about by the adoption of 
the air-brake on freight trains. We have for some years 
past been fitting our live stock and goods stock with the 
Westinghouse quick-acting freight brake, and you will 
see by reference to page 11 of the Supplement to the Rail- 
way Commissioners’ Annual Report, what the effect has 
been upon the expenses of the New South Wales rail- 
ways. But here of course we do not run as many brake- 
men on the trains as youdo in America, our trains being 
much shorter. E. M. G. Eppy. 


{The statement in the annual report follows. | 


‘The live-stock wagons have been fitted with the 
Westinghouse automatic quick-acting freight-brake, 
and the goods wagons are being fitted with the same 
great security. This has enabled the trains to be con- 
siderably expedited and the number of guards with 
trains reduced, and it is estimated that a saving at the 
rate of £8,000 per annum in guards alone is being ef- 
fected. This is irrespective of the saving in the locomo- 
tive department. The total expenditure to date for 
brake materials and fitting the brakes, etc., amounts to 
£64,000; so that the saving in guards alone renders a net 
return of 1214 per cent.; and the whole of the advantage 
of the greater security is obtained without cost.” 








American Society of Civil Engineers’—Annual 


Meeting. 





The programme of the Annual Meeting of the Ameri- 
can Society of Civil Engineers (as printed in our last 
issue) was carried through without deviation, so far as 
we know, and with success and satisfaction to those 
who attended the meeting. At the Wednesday morning 
session the reports of officers and special committees 
were presented. 

The Norman medal was awarded to Mr. William Ham 
Hall for his paper on the Santa Ana Canal of the Bear 
Valley Irrigation Co., printed in the Transactions of 
February, 1895. 

The Rowland prize was awarded to Mr. William Re 
Hill for his paper on the Water Works of Syracuse, 
N. Y., printed in the 7'ransactions of July, 1895. 

The special committee on Uniform Standard Time 
made an informal report in the shape of a letter from 
Mr. Fleming. On motion of Mr. Cohen a resolution 
was adopted to the effect that the society petition the 
President, the Senate and the House of Representatives 
to accept and approve the resolutions of the International 
Conference which assembled in Washington in 1884, and 
act in concert with other nations in this matter, and that 
the Nautical Almanac of the United States should be 
brought into harmony with these resolutions at the 
beginning of the 20th century. 

The Committee on Methods of Analysis ot Iron and 
steel made no report. 

The Committee on the Units of Measurement asked 
leave to report progress and that the committee might 

be continued. The Chairman, Professor Fuertes, re- 
quested that his resignation be accepted. It was moved 
by Mr. North that the committee be discharged with 
thanks, on the ground that the discussion of this subject 
simply takes up the time of the meetings; that itis an 
impractical study ; that it can be of no use to an Ameri- 
can or to any man who speaks English. This resolution 
was amended to provide that the report be accepted as a 
progress report; that the committee be continued and 
requested to submit a final report at the business meet- 


ing of the next annual convention, and in this form it 
was adopted. 

The Committe2 on Methods of Testing Structural 
Material was formally discharged. 

The result of the canvass of the ballots for officers for 
the coming year was announced in our last issue. 

A good many members gathered at the house of the 
Society for luncheon after the morning meeting, as, in 
fact, they did on Thursday. Wednesday afternoon was 
taken up by various excursions, and in the evening Mr. 
H. W. York, Jun. Am. Soc. C. E., Chief Engineer of the 
United Electric Light & Power Co., delivered an address 
on the central station of that company at 407-409 East 
Twenty-eighth street. A party visited this station 
Thursday afternoon, and expressed themselves regarding 
the plant in admiring terms. 

Thursday morning the excursion to Ampere took place, 
the members returning to the society house for lunch. 
Thursday afternoon members visited the Brooklyn 
Bridge and various places of interest. The expedition to 
the Brooklyn Bridge was in part forthe purpose of ex- 
amining the telephone system affording communication 
between the train dispatcher and the moving trains. Mr- 
Gifford, of the King Bridge Co., took a party to examine 
the new four-track drawbridge of the New York Central 
over the Harlem River, built by hiscompany. In the 
evening a reception and dance was held at Delmonico’s. 
This was largely attended and, we are informed by com- 
petent judges, was brilliantly successful. 








“Train Detentions. 

At the December meeting of the New York Railroad 
Club the subject of the cause of train detentions was 
discussed. The discussion was opened by Mr. C. M. 
Mendenhall, of the Pennsylvania Railroad, who had 
compiled the following table: 

Causes of Passenger Train Detentic n. 








Arbitrary. 
ee PPECU CLEC L ET PEEP CC ETT OS Traffic. 
Oceration, 

( Hot Journals.... 332 
Hot Eccentrics.. 3% 
Steam Failures... 24% 
bart arog = 

aking Water... 

( Engines, 55%< Couplers, \ 

njectors, i 
| Seoans Heat, 4 5% 

| Markers, ) 
3 Miscelianeous... 17% 
7 ipment......... areas 
0.4% Equipmen ‘ 100% 
| a Journals ... 48% 
| Brakes .....:... ie 
Steam Heat.. 4% 
\ Cars, 45%....4 Parting......... 5% 
iivestinaenen.. 5% 
100% 


This, it will be observed, refers za passenger trains 
only, and Mr. Mendenhall explained that it does not 
represent all causes of detention, although we suppose it 
represents all cases of which he had records available. 
For example, under the healof Miscellaneous is a con- 
siderable group of detentions which could not well be 
classified, there being so few of them. He assumes one 
minute as the minimum delay; that is. he means by 
“late”? within one minute of schedule time, and he 
believes that if the records are carefully examined it 
will be found that 34 per cent.of passenger trains will 
arrive late at their destination. This, of course, will vary 
in {different months of the year. The passenger 
schedules are generally so slow that more or less time 
lost can be made up, more in summer and less in 
wint2r. He was not able to give the relative number of 
detentions under the headings Arbitrary, Traffic and 
Operation, but the total of these three classes he has 
found to be about 89. 3 per cent. of all detentions. This 
leaves 10.7 per cent. due to equipment, and of the equip- 
ment failures 55 per cent. is due t> engines and 45 per 
cent. to cars. The further analysis of the causes is 
shown in the table. 

Among the means to prevent detention due to locomo- 
tive service, the most important one is proper inspection 
in the roundhouse. Then if the roundhouse organiza- 
tion is sufficient for the service the engines will come 
out in good shape. The next person in importance is the 
engineman. When it comes to the train itself, an in- 
spector to look over the train on its arrival at its desti- 
nation is necessary. He will discover boxes that are run- 
ning warm and have them attended to before the car 
gets out again. There should also be a regular inspec- 
tion in the yard with the ‘proper yard lorce, and air- 
brakes and the steam heat equipment should be tested 
and gone over thoroughly in the yard. 

It will be observed that among the delays due to loco- 
motives 33 per cent. is set down to hot journals. Of 
these Mr. Mendenhall fiads that 48 per cent. are from hot 
driving boxes, 30 per cent. crank pins, 8 per cent. engine 
truck boxes, 15 per cent. tender truck boxes. It is a very 
interesting fact that of the total number of hot driving 
boxes, 59 per cent. occurred on the right [rear ?] driving 
box and 25 per cent. of the remainder on the left driving 
box, leaving 25 per cent. of the whole number of hot 
driving boxes for the forward drivers. This refers to 
engines with four drivers. The table prepared by Mr. 
Mendenhall covers a service throughout the country of 
about two million locomotive miles a month and 9¢ 
million passenger car miles a month. 

Mr. WHEATLEY (West Shore) said that detentions due 
to traffic are difficult to control as are those which can 
be classed as arbitrary. Detentions due tooperation are 
largely the result of inadequate discipline. A consider- 
able portion of the detentions on single track are due to 
stopping for orders, and the help for this class isto so 
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arrange the dispatching force that the siiibilaiait will 
not be crowded with work. 

Mr. Hustis (New York Central) called attention to the 
delays @ue to the slow movement of passengers, and to 
the fact that amiable conductors sometimes hold the 
trains for them. 

Mr. MEADE (New York Central) had looked over the 
records of the New York Central Railroad and found 
that in November, which is not a very favorable month, 
92 per cent. of the local passenger trains were on time 
and 82 percent of the through trains. Of the latter 
many are due-to connections being late. 

Mr. MOLINEAUX, an old passenger conductor, said that 
on one run he was often delayed in unloading express 
matter at a station which he reached about four o’clock 
in the morning. There was only one man there to handle 
the express. He finally got orders to start when the pas- 
sengers were ready and let the express go. He carried 
the express past the station one morning and neverafter 
that, for the express company found men enough to 
handle it. He spoke also of the delays caused by passen- 
gers attempting to get on and off by the same end of the 
car, and suggested that they should be instructed to 
enter by the rear door and go out through the forward 
door. 

Mr. WEsT, President of the Club (Ontario & Western), 
called attention to the same source of delay, and believed 
that a good deal of time could be saved at stations if the 
entrance and exit of passengers could be controlled. 

Mr. WATTSON (West Shore) thought that many su- 
perintendents, if asked for the causes of detentions, 
would say that atleast 80 per cent. are due to en- 
gines and equipment. He, however, had never made 
an analysis like that prepared by Mr. Mendenhall, 
and could not speak accurately as to this. He was 
of the opinion that if a railroad had no connec- 
tions to wait for there would be no difficulty in run 
ning 95 per cent. of the trains on time, except for 
equipment failures, for there is no cther class of deten- 
tions which cannot be largely overcome by good discip- 
line. Delays on account of waiting for connections are 
the most troublesome because the train dispatcher can- 
not estimate what the detention will amount to. If he 
tries to help other trains on the reported late connec- 
tion, he will find that the detention is greater or less 
than reported, and as a result things get mixed. If he 
waits for the connection he has so many orders to give at 
once that more delays follow in transmitting orders and 
getting them to the trains. Moreover, when trains are 
behind time, hot boxes or other machinery accidents are 
more apt to occur. 

Mr. DONNELLY (Lehigh Valley) said that hot journals 
on locomotives do not cut a very large figure. Hot jour- 
nals on passenger coaches are also a small percentage, 
and they are almost entirely caused by neglect on the 
part of the men. The chief detentions are from opera- 
tion. Freight trains get in the way and 90 per cent. of 
these detentions are due to the fault of the men in 
charge of the trains. He does not allow express goods to 
detain a train more than once. 

Mr. WEsT had had different experience on different 
roads. Failure of engines and cars is like an epidemic. 
They will have a run of hot boxes fortwo or three 
months for which they can hardly account, but hethinks 
that he formerly had 50 hot boxes where he has one now. 
The improvement has been due to better lubricants and 
better construction. From his experience on different 
roads it ap ears that reports based simply on conduc- 
tors’ reports are not very valuable in helping to correct 
matters. On his road (Ontario & Western) the conduc- 
tor reports to the superintendent, and the engineer to 
the superintendent of motive power, and they formerly 
found great discrepancy in the two reports. Motive 
power failures would come to the superintendent of 
motive power through the division superintendert which 
he had not got directly from the engineman. Delays 
from operation were shown by the reports of the engine- 
man and ignored by the conductors, 

A short time ago he went into Buffalo by a trunk line 
over a division that had many freight trains. When he 
went to bed the train was 30 minutes late, but they ar- 
rived at Buffalo on time. ‘I asked the conductor, ‘How 
is that?’ He said, ‘Under the old Superintendent we 
would not have done it; we would have come into 
Buffalo an hour anda quarter late. We have passed 
20 freight trains since you went to bed. Formerly we 
would have lost that time; every freight train would 
have stolen from our time. When the new Superintend- 
ent came in he called all passenger and freight conduc. 
tors before him and he said: ‘I notice that there is only 
one class of train on this road, and that is second class. 
Now I am going to make it a penalty of one day suspen- 
sion for every minute you delay a passenger train.’ The 
freight conductors said: ‘We will never get your freight 
trains over the road.’ Now the freight men are swear- 
ing by this new Superintendent. They are getting over 
over the road, they say, better than ever before, and the 
passenger trains are all getting over the road on time.’ ”’ 

Mr. MENDENHALL made some further explanation of 
his table. The records are absolute, each case having 
been explained by the parties in question. If thereis a 
question between the engineman and the conductor the 
record is not made until the responsibility is fixed. He 
does not see how anyone can talk from figures about 
train detentions unless each detention is sifted down to 
the final cause. The item in the table under Taking 
Water refers only to taking water from track tanks. 
Stopping to take water from a stand pipe would be 
classed as an operating detention, 
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Mr. DONNELLY asked as to the practice in making out 
conductors’ reports. Ifa train arrives at the end of its 
trip on time, are all the detentions that occurred during 
the trip and that are afterward made up reported ; or 
are those only reported which prevent the train from 
making its trip on time? Both practices have been in 
use, and he has used both. At present he causes all de- 
tentions to be reported whether the train arrives at its 
destination on time or not. 

Mr. WATTSON gets a detailed report from the conductor 
at the end of each run, both freight and passenger trains, 
showing all detentions. These are reported to the Gen- 
eral Superintendent at seven o’clock in the morning and 
three o’clock in the afternoon. A copy of the report is 
sent to the General Manager, to the Superintendent of 
Motive Power and to the Master Mechanic. Everyone 
interested sees all the detentions, no matter whether the 
train arrives at its destination on time or not. These 
records have frequently to be corrected. The conductor 
may report that the engineman lost time; then the 
Master Mechanic takes the matter up, and the engine- 
man may remember that at two or three stations the 
block signals were not given promptly and he had to 
slow, or that he had to made an extra stop to let off a 
passenger whom the conductor had overlooked. Then 
the conductor’s side is taken up again, and finally the 
exact facts are learned. Whenever either the conductor 
or the engineer is found to have made a misstatement 
he gets ‘‘a lecture on the folly of lying and has to take 
a little medicine.” 

Mr. DONNELLY had seen conductors’ reports where de- 
tentions, when footed up, amounted to more time than 
the train had been on the road. 








Air Brakes on Freight Cars.* 


(Concluded from page 34.) 

Mr. PAUL SYNNESTVEDT (The Crane Co.): There are 
two or three points which particularly attracted my 
attention in this paper, about which nothing so far has 
been said. One of them relates to the proper proportion 
of braking power to use on the cars. I have favored, be- 
fore the Air-Brake Men’s Association, the use of a brak- 
ing power peed than 70 per cent. It was opposed by a 
majority of the men in that association, as I remember, 
but I think it will be found that there is no particular 
reason why 70 per cent. should be used instead of 75 or 





80. 

As to the equipping of freight cars with brakes, it 
seems to me that one important element in a proper 
freight car equipment has n overlooked ; that is an 
automatic slack adjuster. To any one who has had ex- 
perience with freight trains on the road, the question 
of piston travel is a very important one. 

Now another point on this subject of instruction. Mr. 
Waitt says an air-brake instruction car or an air-brake 
school is provided at some convenient point, and, on a 
number of prominent roads, dependence is placed on that 
to too great an extent to educate the men in the handling 
and repsirof the brakes. If one will stop to figure a 
minute to see how much work an air-brake instructor 
can do in an air-brake car on one of our large railroads, 
he will find that such means is entirely inadequate. Mr. 
Weitt makes the remark that “It is sometimes thought 
that the traveling engineer or foreman of engines 
is a competent and sufficient instructor in air-brake 
work. This, asa rule, isa mistake.” I agree with him 
that it is a mistake to “gs en in the generality of cases 
that the road foreman of engines is a competent in- 
structor in the air-brake work, but I disagree with him 
in the inference, if the inference is to be drawn from that, 
that such a man cannot be made a competent instructor 
in air-brake work. And this brings up the practica! 
question as to whether the office or duty of the air-brake 
man on the road is not more properly ~ instruction of 
the traveling engineers, road foremen and air-brake 
repair men at the different points on the road, than it is 
the instruction of the men themselves. The air-brake 
inspectors of the different roads should give more atten- 
tion to instructing what might be called swb-instructors. 

Mr. W. H. LEwis (C., B.& N.): Mr. Rhodes stated that 
it was objectionable to use an inch hose in place of an 
inch and a quarter. I am not inclined to think that there 
is very much objection to that. The quick action feature 
in freight service is of very little use at the present time, 
with only a limited number of air-brake cars in use at 
the front end of thetrain. Now, if the differciice in diam- 
eters of these hose will not make a difference of uvertwo 
or three seconds in full emergency appplication, that is 
considerably less than we require our engineers at the 
present time to use in properly applying the brake to 
take up the slack to save any damage tothe rear portion 
of|the train. I have yet to see the first time where the 
engineer had hardihood to apply an emergency applica- 
tion with only 10 or 12 air-brake cars ahead. If an engineer 
has the coolness that an engineer should have, he will 
apply that brake in a 
train is taken up, and he will then make the emergency 
application. Now, that being the case, the matter of two 
or three seconds in the total application of the brake as 
between an inch hose and an inch and a quarter hose, is 
it seems to me, not material, and I would certainly feel 
that the inch hose, with the opening that it has as com- 
pared with the openings that there are in the triple 
valves, is ample to operate that brake within a reasonable 
limit ot time. ; 

Mr. JNO. W. CLouD (Westinghouse Air-Brake Co.): 
In ee to the size of the hose, we made some tests at 
Pittsburgh some time ago, and we did not find much 
difference in the time of application on 50 cars with one 
inch or one and one-quarter inch hose. There was a little 
difference, and the difference was in faver of the inch 
and a quarter hose. The small hose, however, euts a 
more important figure in case certain brakes are cutout. 
We found that with every other car cut out, we could 
get quick action with the one inch hose, but with the 
second and third, fourth and fifth, seventh and eighth 
cut out, and so on to the end, we could not get quick 
action with one inch hose, while we could get it with the 
inch and 2 quarter hose. 

Referring now to Mr. Waitt’s paper, I would like to 
ask the author a couple of questions. I would like to 
know whether or not the difficulties they have expe- 
rienced on his road occur principally with freight trains 
which have —- percentage of the cars braked, or 
with trains which have a small percentage of the cars in 
the trains braked, and, as nearly as possible, what pro- 

portion, if he has the data, 
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radual way until the slack of the - 


I would also like to know, if he can tell us, how long it 
has been since they had any accident from any of the 
causes mentioned in the a F , 

Mr. A. M. Waitt (L..S. & M. S.): In answering Mr. 
Cloud’s question, I would say that it does make a decided 
difference in results whether there are a few air-brake 
cars at the head end of the train, or whether there are 
quite a number. The most serious trouble, and, in fact, 
about ail the serious trouble, occurs where there are 
only five or ten cars, at the forward end of the train. As 
you go up, to 15, 20 or 25 cars, the trouble diminishes 
almost in proportion, and if you would have half or 
more than half of the cars equipped with air, the chances 
are in favor of there being little risk. 

With regard to the other question, as to how long 
since we have had a difficulty of that kind, I believe I am 
safe in saying that for some two months we have gone 
without any trouble; this is due to precautions that I 
have suggested in the paper for others to use. 

Now in regard to Mr. Barr’s burst hose: When I 
think of the burst hose I have looked over, something 
like a thousand, some of them ek on them a tag 
showing removal from a “C. M. & St. P. car,” with the 
number of the car, [ know it has cost us more than $2.60 
on his cars on our line; and that I can verify by our 
records. But it might possibly be interesting to have a 
few figures. Our general superintendent had called my 
attention to the fact that the anaes of wrecks due to 
burst hose, and injury to employees (we have had several 
personal injury cases of quite serious character), was 
such that the expense was going ahead of anything else 
in the way of brakes that we were having, and it was so 
serious that we had to take immediate steps to stop it. 
The division superintendents were instructed to send in 
hose in every case of burst hose. that occurred on the 
road. Istarted looking over the hose. taking them up 
individually and taking time to study the defects, the 
character of them, and, as far as_ possible, the cause. 
was surprised, for one thing, to find that it was the ex- 
ception rather than the rule, that the hose had burst at 
some other point than where they were kinked. Now, 
Mr. Rhodes’ experience seems to be somewhat differ- 
ent, and these things will happen. I found coming to 
us from our own and foreign cars from 100 to 150 cases a 
month of burst hose. I am bound to conclude that our 
experience cannot be single and alone in that respect, 
and having had that experience, I believe that the gen- 
tlemen who are congratulating themselves that they do 
not have burst hose had better probe a little deeper into 
the matter and see if there cannot be something that has 
been overlooked... If you are giving your caboose men 
extra hose, you had better put a check on them and find 
how many they are getting from the store room. 

In regard to hose guarantees: a curious thing has 
taken place since this paper was written. I have been 
informed by three of the leading companies that they 
have agreed between themselves, and signed a paper, 
that they will not and cannot give a guarantee for even 
one day on air hose. We stand to-day with all parties 
who have furnished us hose, with their guarantees with 
drawn. Ihave been —— a record for over two years 
of all dated hose removed from either a Lake Shore ora 
foreign car. One of the best showed an average life of 
all dated hose removed, burst or worn out, of only 23 
months on those removed from foreign cars, and 25 on 
ourown. The nearest to that was 19 months, and the 
next nearest average of a maker was 11 months. That is 
a fair sample, I believe, of what we can expect from air- 
brake hose as they are made to-day by the best makers. 
I do not know but what it means that we have got to go 
to a greater expense, or find a better substitute for ru 
ber between our cars. It is an enor 1ous expense. We 
have put on the Lake Shore 13,800 hose—6,900 on foreign 
cars, and most of those at ourown expense, for the rea- 
son that we have had from January to November 47 
wrecks, some of them serious ones, on account of burst 
hose. Now you can see it was a serious thing with the 
Lake Shore road. Weare not allowing a hose to run 
that shows a date over two years and a half old, and we 
do not allow a hose to run after it is so cracked through 
from kinking or some other cause as to show the rubber 
open to a considerable extent so as to expose the canvas, 
for hose makers tell us that as soon as the water gets 
into the canvas we can no longer rely upon it. 

With regard to the 110 or 115-lbs. test Mr. Barr spoke 
of, our experience has been that we have put good-ap- 
pearing hose two and a half years old under that test 
and then stenciled them 100-lbs test, and with date and 
shop mark, and put them on Lake Shore cars and found 
that they came in frequently, having burst within two 
or three days. It had stood the 100-lbs. test, and been 
broken under 70 Ibs. 

Mr. CLoup: Mr. Waitt has said that the principal 
difficulty they have experienced is with trains with five 
or ten cars with air, and that the difficulty disappears as 
the number of cars equipped with air increases This 
agrees with the experience of nearly all roads. The diffi- 
culties seem to have been greatly aggravated in the ex- 
perience of the Lake Shore road. For instance, they 
replaced 13.800 pieces of hose on the line from Aug. 1 to 
Nov. 1, and they had 47 wrecks on the road, due to burst 
hose principally, from Jan.1 to Nov. 1, and they have 
not had any in the last two months. Evidently the hose 
needed renewing on those cars, and perhaps the car 
couplings were too weak. I agree with what Mr. Barr 
said with regard to burst hose—that most hose which 
bursts will not cause any damage. Sometimes the hole 
in a burst hose is so small that it would not even appl 
the brakes, and I would suggest, if you are going to ob. 
low this thing any further, that a considerable number 
of these burst hose be put on a car or cars, that you 
charge with air, holding the burst place in the hand and 
then let go, and see if it will cause quick action, and I 
venture to say that a good many of those hose won’t 
cause quick action, if they are anything like the hose I 
have had experience with. 

Now, I would like to call attention to a few things I 
do not think it was necessary for Mr. Waitt to say in 
order to have have his work do the good I — it will do. 
They do not materialiy affect the subject, but I think 
they ought to be contradicted unless Mr. Waitt can 
bring something to prove them. 

In the first sentence, ‘“‘ Air-brakes on freight trains are 
by no means a novelty, but as a result of the passage 
of the so-called ‘Safety Appliance Act’ of 1893, 
the equipping of freight trains with air-brakes 
has been given a great impetus.” I have taken 
thirty months rior to arch 1, 1898, and 
thirty since then. The Westinghouse Air-Brake Com- 
pany showed in the thirty months prior to March 1, 
1893, 136,388 sets of brakes sold, and in the thirty months 
subsequent to that act, it showed 91,724 sets of freight 
brakes, or 4,544 per month in the first period, and 3,057 
in the second, approximately 50 per cent. more in the 
former period than in the latter period. I believe that 


air-brakes have been bought and applied to freight 
cars because it is more economical to 
in that way. 

In the third paragraph Mr. Waitt says: ‘‘ When the 
= se of the country was originally 
ith air brakes, operating by direct application 


andle the traffic 


passenger 
equipped w 


of pressure from the train line, or ‘straight air,’ but 
little danger could arise from a leaky connection or a 
burst hose, but with the change to the ‘automatic sys- 
tem,’ serious trouble may ensue from either of these 
causes.”’ I have always thought the facts were just the 
reverse; that when you aredependent upon straight air 
and a hose bursts danger could arise from a failure to 
get the full braking power wanted just then. This 
trouble with the straight air, was, as [ understand it, 
one of the two principal reasons why the automatic 
was necessary. 

There is one thing more I wish to call attention to. In 
the Railroad Gazette of Dec. 13 there is a letter from 
Mr. Waitt in reply to something which the paper had 
aban and it reads as follows: ‘In your issue of 

ec. 6 you attribute a statement to me which I did not 
make—that it is my theory that more expensive and 
more serious a: cidents take pe with trains only par- 
tially fitted with air- brakes than trains fitted with hand- 
brakes. Nosuch statement was made by me, but I did 
say that ‘trains partially equipped with air, or having 
enough air-brake cars to control them without the use 
of hand brakes (which is all that the law requires), are 
an invitation to more serious accidents, and in larger 
numbers than were ever ~— under the old regime, 
where hand-brakes were the sole dependence.’ ’’ Now, I 
can understand that this is a proper correction for Mr. 
Waitt to make, in so far as the reference goes, namely, 
to the statement on the first page of his paper ; but when 
ea turn a little further over in the paper to a little be- 

ow the middle of page 169 you fina this sentence: “A 
neglected inspection and renewal of this seemingly in- 
significant part has been the direct cause of more wrecks 
and loss of property on. freight trains on many of our 
large trunk lines, during two years or more past, than 


. any other cause or causes. This is a strong statement to 


make, but it is one that is borne out by facts.”’ I natur- 
ally thought that the invitation had been accepted, so to 
s ad become an actuality, and resulted in things 

never heard of before; that is, I have heard of individ- 
ual cases, but not to suck an extent. Mr. Waitt says 
there were 47 accidents on the Lake Shore road, but to 
get a complete verification of this statement requires not 
only this, but that data be forthcoming, if it can be pro- 
duced, for ‘‘many of our large trunk lines” that the 
lcsses from these causes are more than for all other 
causes combined, if I am correct in understanding the 
statement in that way. i 

I want to say one word about 70 per cent. brake pres- 
sure, of which Mr. Synnesvedt spoke. Some recent tests 
of the Committee on Laboratory Tests of Brake Shoes 
have shown very clearly that there was good reason for 
using only 70 per cent. on freight cars while 90 can be 
used on passenger cars, for the reason that the co-efficient 
of friction is greater with low pressure than with high 
pressure. The low pressure that you have to use 8o as 
not to get too much friction on an empty car gives you 
so much higher co-efficient of friction than on passenger 
cars that itis necessary to use as low as 70 per cent. on 
freight cars, if only 90 per cent. can be used on passenger 


cars, 

Mr. J. N. BARR (C., M. & St. P.): If members think 

that I said we do not have any burst hose, I want to dis- 
abuse them of that idea, because it has been but about 
three days since Mr. Manchester and I looked over a pile 
of about 500 burst hose. But we have not had in that 
time 500 wrecks. Thatisthe point I wish to get at, 
namely, the particular point that a burst hose does not 
necessarily mean a wreck. 
_ Mr. J. C. StuART (C. & N. W.): In regard to breaking 
in two, we have had no accidents occasioned by burst air 
hose. They have burst, but have not done any damage. 
The principal cause of our trains breaking in two is 
resultant from making couplings between the vertical 
self-coupler and the link and pin. It invariably flattens 
the link and cracks it, and subsequent strain in the train 
frequently resultsin the parting of the train with the 
usual damage. These are the two difficulties—imperfect 
handling of the air-brake under the most difficult cir- 
cumstances, as I said before, and the great number of 
bent links occasioned by self-couplers being used in 
trains with the link drawbar. 

Mr. F. A. DELANO (C., B. & Q.): [have a suggestion 
to make, something that occurred to me a number of 
or ago; that is, that the cars not equipped with air- 

rakes should be Gm mg {t seems to me that if that 
were done, it would only be necessary for the railroads of 
this country to equip perhaps one-third or one-half of 
their cars with air, and make an air-brake car efficient 
wherever it occurred inthe train. It would diminish 
enormously the amount of switching required at initial 
and terminal points and at ir | stations on the road, 
and it seems to methat it would have many great ad- 
vantages. 

Mr. JoHN W. CLoup: I do not think that it would be 
advisable to try to handle long freight trains with a few 
brakes mixed through the train and the rest of the train 
piped. If something over half or two-thirds of the cars 
were ar with brakes, then I can see that it might 
be done al pod but, with a small proportion of the 

uip am afraid you would get into a worse 

condition than you get now, by the improper handling 

of brakes, or by the failure of a car coupling, and bring- 

3 the quick action on one or two or a few cars only. 
R. A. E. MANCHESTER (C., M. & Pe) 


. would like to ask Mr. Waitt, or anybody else present, 


if there is any test they can suggest that will give a 
reasonable idea of the quality of the hose we are buying 
so that goods that fail to meet the specifications may be 
rejected. We use the vibrating rack to test a few hose 
from each lot. While Iam not prepared to say that we 
know very much about which maker’s hose are the best, 
we have had results from which, if carefully followed 
up. I think we may he able to learn somethiug. I know 
this, that one lot of hose received a short time ago tailed 
at from 38 to 5) hours on the rack. Other hose have 
lasted as long as 450 hours on the rack. We have quite 
frequently hose sent in on account of: defective fittings, 
fittings having been damaged in service. The hose are 
practically new, but we have been unable to find any 
way of removing those fittings so as to:turn the hose 
back again into service and get a safe hose. I would like 
to _ if anybody else has been able to meet that require- 
ment. 








A Bridge Wreck on an Electric Railroad. 





January 9 a bridge fell under a train on the line of the 
Akron, Bedford & Cleveland (electric) Railraad, at the 
village of Bedford,O. Two men were killed—namely, 
the conductor of the train and a brakeman. The motor- 
man was seriously injured, but will live. This is a re 
cently-opened electric railroad, 30 miles long, running 
from Cleveland to Akron, O. It is standard gage. with 
60-lb. T and girder rails, and has an equipment of 10 
motor cars and two trailers. The bridge fell under a 
train composed of a motor car and one carload of coal, 
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which was bound to the electric power house near the 
north end of the trestle. The three employees mentioned 
above were the only men onthetrain. The following 
account of the bridge and its failure is from a special 
correspondent who visited the scene of the accident, and 
in whose accuracy of observation and of reporting we 
have every confidence. 


Concerning this matter we have the following from 
another correspondent : ‘‘The viaduct cunsisted of one 
140-ft. steel spar over the stream and about 10 panels of 
steel trestle at one end and five panels at the other end 
of the span. The panel lengtns of the trestle were all 
about 14 ft. 6 in. each, the alternate panels (every other 
one) being braced longitudinally to form towers. It was 





The Wrecked Bridge of the Akron, Bedford & Cleveland (Electric) Railroad. 


The Bedford bridge was a single span of 140 ft., with a 
trestle approach at either end. The form of truss was a 
deck Pratt of five panels, 26 ft. deep, with a secondary 
system bisecting the panels. It was for a single track 
only. The grade of the track was about six per cent., as- 
cending toward the south, and the track was supported 
above the top chord by a low trestle from 8 to 12 ft. high, 
uniform with the trestles of the approach, which, how- 
ever, were 26 ft. high, or less, supported on stone block 
pedestals. 

The entire structure was designed as for an ordinary 


highway bridge, with a rolling load of 1,440 lbs. per lineal 
foot of track and a factor of five. The track stringers 


were 15-in. I-beams, supported directly upon the trestle 
posts without floor beams, in spans of 14 ft. All the lat- 
eral bracing was extremely light and composed of ten- 
sion numbers only generally single angles, 2 in. x2 in. x 
Yin. The track was about 40 ft. above the bed of the 
stream at mid-span. 

The power-house stands at the north end of the 
structure, and trains coming down the grade would be 
under control of the brakes on the bridge in order to 
stop at that point. It was customary to use sand on the 
track upon the bridge. In the above estimate of the 
moving load however, no allowance is made for impact 
or longitudinal thrust of the train. 

The end braces and top chord consisted of a plate and 
two channels, latticed on the under side. The other 
thrust numbers were composed of four angles, latticed, 
and the tension members, of two angles each, not con- 
nected. The lower chord was of two 7-in. channels, lat- 
ticed top and bottom. ~All connections were riveted with 
34-in. rivets. 

The material was of steel throughout which proves 
on analysis to be very high in phosphorus. The 
fractures indicate avery brittle material, although under 
steady pressure specimens might be bent double with- 
out rupture. 

The ordinary traffic of the road is by single carson 
two trucks and weighing about 16,000 lbs., or witha 
crowd of passengers 30,000 to 32,000 lbs. on a base of 28 
ft. At the time of the wreck the actual load was a car 
of coal weighing 89,000 lbs. and a motor of 16,000 lbs. 
coming down the grade with brakes being set. 

If the disaster were not sufficiently accounted for by 
the poor quality of the material, the lightness of the de- 
sign and the insufficiency of lateral bracing in a high 
and narrow deck bridge, it would be made clear by the 
fact that through some inadvertence one pair of tension 
bars in the second panel, designed for the main diagonal, 
was made to change places with the secondary diagonal 
in the same panel. This required a theoretical stress of 
50,990 lbs, to be carried by two angles3 in. x 2in. x }4 in., 
having a net section of 24 sq.in. This error occurred 
at all four points of the bridge. At one point one bar of 
the pair showed an old break, so that the other single 
bar must have been doing all the work in the truss at 
that point for some time. The loaded car was precisely 
over this quarter of the span when rupture occurred, 
the actual stress in the bar at that moment being 56,000 
lbs. per square inch of net section. 

Even under the ordinary traffic this bar must have 
been repeatedly subjected to a stress of over 20,000 lbs. per 
square inch, and it is a wonder that it did not fail sooner 
than it did. The bridge was only erected in October, 
1895, 


a deck structure, with track on a grade of 614 per cent. 
The structure was designed for suburban electric travel. 
The 140-ft. span was set level and the grade of track 
passed several feet above the top chord of span, the load 
being transferred to the span by posts and bracing above 
the top chord. This span was a subdivided ‘Pratt’ 
truss, ten panels of 14 ft. each, 28 ft. deep (see sketch). 
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The load on the span at the time of its failure was one 
motor about 6 ft. wheel base, weighing at least 16,000 
lbs., pushing a carload of coal, car weighing 26,000 lbs. 
containing about 56,000 Ibs. of coal. The train was go- 
ing down grade, and, as near as possible to determine 
from the position of the wreck, was at a point to give 
the main tie shown in the sketch its maximum strain. 


the other angle showed a new fracture. The rivet hole 
at the fracture, however, on this angle had been punched 
twice, taking out about an inch wide hole, leaving total 
available section to carry the lead less than one square 
inch. This would seem to be rather faulty shop work. 

“The longitudinal bracing throughout was of one 
2-in. x2-in. x -in. angle for diagonals, with no horizontal 
struts, thus making the diagonals act in compression. 
The transverse bracing was of the same size, with no 
horizontal struts, except at top of bent, which was of 
one 2)4-in. x 2-in. x ¢-inch angle. The posts on the trestle 
were made up of two 4-in.x3-in. angles about ¥; in. 
thick and one 8 in. x \¢-in. plates, as in the sketch. 

‘“‘T understand that the strain sheet originally called 
for two angles only, but at the request of the electric 
railroad company. the 8-in. x /-in. plate was added. The 
stringers were 15-in. I-beams, with about ;4-in weband'51¢- 
in, flange. It would not seem necessary that I should make 
any further statement than I have, except, perhaps, that 
the steel seemed to be of a very brittle character and 
workmanship not of the best. I simply lay the facts 
before you as they appeared to me, from which you can 
draw your own conclusions as to the cause of the acci- 
dent. I understand that several local engineers have 
been requested to file reports regarding the matter, and 
presume they will appear in the local papers in due 
time.” 

The Wrought Iron Bridge Co., of Canton, O., the 
builders of the bridge, write to us: ‘‘ We have confidence 
that the expert examination now being reade will show 
that the bridge has been proportioned to carry the leads, 
as specified by the street railroad company. We presume 
the investigation will determine whether or not the 
bridge has been called upon to sustain loads much in ex- 
cess of its capacity,as press reports would seem to indicate. 

“The material entering into the construction has been 
bought, as is our custom, under the supervision of our 
mill inspector, and met the standard requirements of 
material of that class. The shop work was carefully 
examined before shipment, and the pieces fitted together 
in erection as well as could be desired. We believe that 
we use more than customary care with our materials 
and workmanship, and the material for this bridge was 
no exception to our practice, either as to greater or less 
attention. 

** Should the investigation determine that the failure 
was due to a flaw in any member, as press reports indi- 
cate, we believe such flaw could not have been provided 
against by ordinary human care.” 

The Akron, Bedford & Cleveland Railroad Co. writes 
us as follows: “We regret the necessity of being obliged 
to write anything regarding so distressing an accident. 
We will make no statements as to the responsibility 
in the matter, and only say that the bridge was built by 
the Wrought Iron Bridge Co., of Canton, O., and add, 
however, that said company immediately proposed to re- 
erect the bridge without any cost to us. 

“Tt was fortunate that the collapse did not occur under 
one of our passenger trains, but fell under the yard 
switch motor and car of coal. In order to dispel any 
doubts in the minds of the people, and to regain their 
entire confidence, we shall, upon rebuilding the bridge, 
make it considerably heavier than the former structure, 
and it will be built under the supervision of experts and 
also of the Railroad Commissioner of Ohio.” 





The Wrecked Bridge of the Akron, Bedford & Cleveland (Electric) Railroad. 


This main tie was made up of two3in. x Zin. x in. 
angles, giving, after deducting the rivet holes, about two 
square inches net section. The strain for this part is 
50,990 lbs. This tie was broken off close to the connec- 
tions: at center, and one angle of the tie showed this 
break coming where there was an old fracture, while 


It does not seem worth while to add any comment to 
what appears above. The statements of our correspond- 
ents cover the matter pretty completely. Those who 
are competent to learn the lesson of the disaster from 
the facts given do not need to have it pointed out to 
them; those who are not would not heed our words, 
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New 60,000-Pound Box Cars, Chicago, Burlington 
& Quincy. 





The Chicago; Burlington & Quincy Railroad has 
recently had built by the Wells & French Company two 
thousand 60,000-lb. box cars which have some interesting 
features of design, and contain changes from the 34-ft. 60,- 
000 lb. box cars. These changes are principally in the 
construction of the under frame. In the earlier cars, the 
draft gear was attached directly to the center sills, and 
the end sills were notched out for the drawbars. The 
longitudinal sills were all of a uniform size, 5 in. by 9 
in., and were six innumber. In these new cars, the con- 
struction is shown by Fig. 1, which gives side and end 
elevations, plan and cross-sections. 

The center sills are of Norway pine, 5 in. x 6in., and 
underneath each sill isa5in. x 9 in. timber of Southern 
pine which extends the whole length of the car, and is 
strongly bolted and keyed to the center sills. The center 
sills are joined to the end sills by 2in. x 11¢ in. tenons 
excending the width of the sills. The lower timber is 
cut away 7in. x 3 in. to receive the end sill. This leaves 
a projection 6 in. deep, the end of which is flush 
with the outer face of the end sill. A 3 in. x 1 in. 
wrought iron strap lipped up on the ends prevents these 
timbers from spreading, and also serves as an auxiliary 
drawbar carry iron. The end sill is bolted to this pro- 
jection of the lower timber by a % in. bolt, which also 
passes through the wrought iron tie strap. This con- 
struction is best shown in the detail drawing, Fig. 2. 

The intermediate sills, 5 in. x 9 in., in Norway pine, 
are two in number, spaced 9 in. on either side of the cen- 
ter sills, and are joined to the end siils with tenons. 
Both center and intermediate sills pass between the 
plates of the body bolsters. 

The side sills are also 5in. x 9in. Norway pine, and 
have tenons let into mortices in the end sills. 

The end sills are 7 in. x 9 in.’oak ending flush with the 
outer face of side sills bolted to the lower timbers of 
center sills, as previously said, and to the side sills with 

y-in. joint bolts, 

The needJe beams are 4 in. x8 in., gained out at the top 
for the lower timbers of center sills, and sloped outward 
so as to form a better strut for the truss rods. On ac 
count of the greater depth of the center sills than 
either the side or intermediate, 4in. x 6 in pieces are 
placed on top of the needle beams, extending from the 
outer face of side sills to the center sills, Fig 1. 

The deadwoods are 5in. x 9in, x 2615 in. white oak 
b ted on as shown in Fig. 2. They are faced with 4 in. 
x din x *, in, angles, and carry on each end cast-iron 
dead blocks. 

The under fraine is strongly trussed with four 11-in. 
truss rods, spaced so as to come just inside the side and 
intermediate sills. 

The body bolster illust ratedin Fig, 


3 shows exceedingly 
strong construction. Both top and bottom plates are 10 
in, wide, the top being °¢ in, and the bottem 3¢ in, thick. 


Fig. 1.—C., B & Q. Box Car. 


The top plate is bent at the ends to receive the side sills, 
and is given an offset to permit the outer truss rods to 
pass between it and the floor. The distance between the 
plates at center is 15 in., which is the total depth of the 
center sills Cast iron filling pieces are put between the 
plates as shown, and serve also to hold the sills firmly in 
p-sition. That one between center and intermediate sills 
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serves also for the truss rod saddle, and has a bracket to 
batter support the intermediate sill. A cast iron body 
center plate is used. 

The drafc gear is shown in Fig. 4. It is attached to the 
lower timbers of center sills, which serve as continuous 
draft timbers, taking the principal pulling and buffing 
strains. The reason for abandoning the draft gear at_ 
tached directly to the center sills is in order to use iron 
dead blocks, which will be interchangeable with the 
equipment of other roads. With thedraft gear attached 
directly to the center sills as in previous cars, an offset 
would have to be given to the dead blocks that would ma- 
terially weaken their construction. With this new 
arrangement, however, the same good results are obtained 
as in the previous design, and the worst strains come on 
the continuous timbers. The method of attaching the 
draft gear to the timbers is the same that has been in use 
on the C., B. & Q. for some years, and combines both 
simplicity and strength. The drawbar stops are made 
of 4-in. wrought iron plates, bent over so as to form an 
eye for the reception of the follower guide bolts. A %< 
in.x6in. wroughtiron plate is put between the stops 
ail timbers, with its ends lipped up1in to better hold 
the stops. This plate has a projection at the center which 
is let into a recess in the timber, and it is bolted to the 
timb2r by seven %-in. bolts, the three on each end passing 
also through the stops. The use of thes2 plates has the 
advantage of both protecting the timbers and also of 
holding the stops more firmly in po-ition. 

The body of the car does not differ materially from the 
previous 60,000-lb. car described in the Railroad Gazette 
of January 27, 1893, and is so plainly shown by the draw- 
ings that no detailed description will be given. 








Railroads in Massachusetts. 

The annual report of the Board of Railroad Commis- 
sioners of the State of Massachusetts is always a valu- 
able document. Advance sheets of the 27th annual 
report, that is, for the year ending June 30, 1895, have 
just reached us. 

Fifty railroad corporations have reported; of these 
only 12 were engaged in actual railroad operation. The 
roads of 34 corporations were leased to other companies; 
one was constructing, one not operating, and the roads of 
the other two are not yet built. Five of the 12 
operating companies work 96 per cent. of the mileage 
and do almost 99 per cent.of the entire passenger and 
freight business. : 

The railroad mileage in the state is 2,114.4, a decrease 
from the previous year of 3.7 miles. The decrease is due 
partly to remeasurement, pirtly to improved line and 
partly to taking up unused track. There are 1,210 miles 
of sidetrack, which isa very large ratio of sidetrack to 
a main line, the largest we should suppose to be found in 
any state in the Union. Massachusetts corporations 
own 3,479 miles of railroad, of which, however,. only 
2,114.4 miles are in the state. The average cost of con 
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struction and equipment of the standard gage roads of 
the state amounts to $87,472 a mile; of the narrow gage 
roads it is $56,236 a mile. The aggregate length of nar- 
row gage roads in the state is only 41.7 miles. 

The passenger-miles were 1,636,197,381, a decrease of 
6.2 per cent. from 1893 anda slight increase from 1894. 
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The ton-miles were 2,561,598,881, an increase of 5.31 
per cent, over 1893 ; 1894 showed a decrease of 10.02 per 
cent. as compared with 1893. The revenue from pas- 
senger service fell off 6.14 per cent. from 1893, and from 
freight it declined 1.97 per cent., notwithstanding the in- 
crease in ton-miles. The working expenses were, however, 
reduced 6.18 per cent., leaving an increase in net. earn- 
ings over 1893 of 1.29 per cent. In 1894 the net income 
was 8.25 per cent. less than in 1893. ‘There are indica- 
tions of the serious effect of the electric railroad compe- 
tition in the decline in the number of passengers carried. 
This decline amounted to 9.96 per cent. as compared 
with 1893, and the passengers carried to and from Boston 
alone, as compared with 1893, fell off more than 4,565,000, 
but for the 10 years ending with 1893 there had been an 
average annua! increase of nearly 2,500,000 in these pas- 
sengers. 

The average fare per passenger-mile in the year under 
review was 1.78 cents, a slight increase from 1894. In 
fact, this decrease has been almost steady year by year, 
so far as the records are shown. In 1871 it was 2.51 cents. 
The same is true of the ton-mile rate, which in 1895 was 
1.28 cents; the preceding year it was 1.33, and in 1871 it 
was 3.11 cents. The Fitchburg shows the lowest ton- 
mile rate, namely, 0.87 cent. The Boston & Albany is the 
next lowest, 0.97. The New York, New Haven & Hart- 
ford has the highest of any of the five great railroad 
systems, namely, 1.66 cents. Presumably these differ- 
ences are mostly accounted for by the relative propor- 





follows a good way behind. In freight, however, the 
Fitchburg leads with 1,104,909 tons one mile per mile of 
road operated. Next is the Boston & Albany as above, 
then the New York & New England with 611 803. The 
New York, New Haven & Hartford carried 490,162 tons 
one mile per mile worked. 
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Fig. 2.—Draft Rigging, End Sill and Cross Tie, 
C., B. & Q. Box Car. 


The Massachusetts railroads are peculiar in the large 
proportion of their revenue which they get from pas- 
sengers. For all the roads of the state this amounted to 
49 per cent. The New York, New Haven & Hartford re- 
ceived 54.83 per cent. of its revenue from passengers, the 
Boston & Maine 50.88 and the Boston & Albany 48.87. The 
Fitchburg received a less proportion of its total revenue 
from passengers than any other of the five great sys- 
tems, namely, 32.44 per cent. 

Electricity.—The Commissioners devote 17 pages of 
their report to a discussion of electricity as a motive 
power, and especially to the question of competition 
with steam railroads. Concerning this they present the 
reasons why suburban and interurban business is being 
diverted, and say ‘*‘nothing will be gained by the rail- 
road or the electric railway by an attempt to control the 
class of traffic which the other is the better adapted to 
serve, neither is the attempt to be encouraged in the 
public interest. Experience has abundantly proved that 
there is no advantage to be derived from the establish- 
ment of two similar agencies to perform the same spe- 
cific public service.” 

As to the probability.of the use of electréc motors on 
main lines of railrcad the Commission considers that 
the province of electricity in railroad operation, must 
be, if anywhere, in moving suburban passenger traffic, 
short distance interurban traffic, local passenger traffic, 
or the isolated traffic of branch and spur lines. The 
whole discussion of this subject is worth careful read- 
ing. 

Bridges.—Professor Swain makes his usual report on 
the railroad bridges of the State. Fortunately, his ex- 
cellent work in the past has made it possible to make 
this report very short. Thirty three bridges were re- 
built during the year and eight new ones were built, a!l 
of these for avoiding grade crossings of highways. Only 
22 bridges have been materially strengthened or repaired, 
which is a much smaller number than in any year since 
1888. It is to be expected that this kind of work will di- 
minish now from year to year. The total number of 
bridge spans over 10 ft. in the clear, counting each pile 
and trestle bridge as one bridge, is now 1,709. The total 
length of pile and trestle bridging is 52,289 ft. Bridge 
floors are being gradually brought to a higher standard, 
but not as rapidly as could be desired. The Boston & 
Albany has not yet adopted guard rails; the New Lon- 
don Northern has them on but a few of its bridges, and 
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tions of through and local freight, and by the relative 
volumes of freight of different classes. 

In density of traffic the Boston & Albany leads in pas- 
sengers, but not in freight. It carried 547,576 passen- 
gers one mile per mile of roai operated, and 1,098,810 tons 
of freight. In passengers the New York; New Haven & 
Hartford comes next with 510,179, The Boston & Maine 


the jack-knife draws on the Boston & Maine are still un- 
provided with re-railing devices. 

Safety Appliances.—An act was passed by the last 
legislative session to cause the equipment of locomo- 
tives and cars with certain safety appliances. This con- 
forms with the Act of Congress approved March 2, 1893, 
excepting that the latter applies only to interstate 





ane a 


traffic, while the Massachusetts act applies, of ceurse, to 
equipment used in the state. So the two statutes to- 
gether require the fitting with safety appliances of the 
locomotives and cars used by the Massachusetts com- 
panies, whether in state or interstate traffic. The Mas- 
sachusetts law calls for locomotive driver brakes, power 
train brakes, automatic couplers, grabirons and a uni- 
form height of drawbar for freight cars. All of these 
requirements take effect Jan. 1, 1898, except those relat- 
ing to grabirons and drawbars, which took effect the 
first day of last July; but the grabiron period was ex- 
tended by the Commission to Dec. 1, 1895, and the period 
for the standard height of drawbars to Feb. 15, 1896. 

A table of the use of automatic couplers is given. The 
total freight cars of the state are 48,154. Of these 16,484 
are equipped with M. C. B. couplers, 1,290 with other 
automatic couplers. About 40 per cent. of the total stock 
is equipped with automatic couplers. The Boston & 
Albany out of 6,573 cars has 5,779 with M. C. B. couplers, 
that is, 879 percent. No other road approaches this in 
completeness of its equipment. The New York, New 
Haven & Hartford comes next, 48.2 per cent. of its total 
of 11,567 freight cars being equipped with M. C. B. coup- 
lers. The Boston & Maine has 12,952 freight cars, of 
which 25.9 per cent. have automatic couplers; 3,065 of 
these are M. C. B. and 292 others. The Central Vermont 
out of 6,422 cars has 1,427 or 22.2 per cent. fitted with 
automatic couplers, but does not discriminate between 
M. C. B. and others in its report. The Fitchburg has 
29.2 per cent. of its cars equipped andthe New England 
29.4. The coupler men will see that there is still » big 
field left in New England. In the last three years the 
New York, New Haven & Hartford has mademore rapid 
progress than any of the others in the introduction of 
M. C. B. couplers. 

The Boston & Albany, the New York, New Haven & 
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Fig. 4.—Draft Gear, C., B. & Q. 60,000-Ib. Box Car. 


Hartford and the New Engiand report all of their loco- 
motives as fitted with driver brakes. The Fitchburg re- 
ports 81.4 per cent., the Boston & Maine 51.4 and the New 
London Northern 20 per cent.; taking all six of the roads 
and covering 1,952 locomotives, 83 per cent. have driver 
brakes. At the average rate of progress since June, 1890, 
the Fitchburg will have all of its locomotive equipment 
fitted before Jan. 1, 1898; the Boston & Maine and the 
New London Northern will not, however, unless they go 
ahead faster. 

Inthe use Of air-brakes on freight cars the Boston & 
Albany leads with 47 per cent. of its total equipment. 
The New York, New Haven & Hartford is next with 30.5 
per cent.; then comes the Fitchburg with 21.9. The others 
report little or no use of air-brakes on freight cars. Here 
again it will be seen is a place for a good deal of mission- 
ary work. 








Connecticut Railroad Commissioners’ Report. 





The annual report of the Connecticut Railroad Com- 
mission is a much larger document than usual, and is of 
peculiar importance because the complete statistics of 
the street railroads of the State are printed for the first 
time. By a recent statute 'these roads have to make 
annual returns same as the steam roads, and this body 
of facts now presented is of particular interest for the 
reason that Connecticut is the scene of a striking con- 
flict between electricity and steam for the control of 
local traffic. We quote a few figures from the report 
below showing the success which has fallen to the elec- 
tric roads of late. 

The most important event of the railroad year has 
been the competition of the electric with the steam rail- 
roads. This has culminated in the purchase of several 
of these roads by the New York, New Haven & Hartford. 
This move was dictated by the very natural fear that 
electric lines would soon parallel the whole road. In 
fact the earnings of the road began to suffer from this 
cause so perceptibly that a hot fight was started in the 
legislature in the spring and carried to a fairly success- 
ful finish by the New Haven Company. Another mat- 
ter of importance in connection with the electric roads 
was the act passed in the early spring forbidding these 
roads to cross the tracks of steam railroads at grade. At 
present, therefore, the New Haven has the upper hand, 
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The other event of importance during the year has 
been the acquisition by the New Haven Company of the 
control of the New England Railroad just as the latter 
was successfully reorganized. 

No new road has been built. There has been a marked 
increase in the accident list for the year; the figures are 
as follows: Passengers killed, 3; injured, 23. Employees 
killed, 30; injured, 24. The commission comments favor- 
ably on the high standard of physical excellence main- 
tained by the roads for the year. 

All the street railroads in the state are now operated 
by electricity.- There are in all 299.55 miles of single 
track, or 317.22 miles, inclusive of sidings, owned by 





Chancellor decides that the improvement is a pablic ne- 
cessity. 








Parlor Cars for an Electric Railroad. 





The development of the electric railroad is no less re- 
markable in the direction of facilities offered than in the 
extension of line. Postal cars, express cars, freight cars, 
funeral cars and excursion cars have all been introduced 
within a yearortwo. We give below a description of 
some very elegant parlor cars that have recently been 
delivered to the Brooklyn Heights Railroad Company in 
Brooklyn, N. Y., by the Rarney & Smith Company, of 





Parlor Car for the Brooklyn Heights Railroad. 


these companies. Total capitalization, including 
bonded and floating indebtedness, is $17 723,697, equal 
to about $56,000 per mile of track. Gross earnings have 
been $3,232,201, and net earnings $708,860. 








Proposed Railroad Legislation. 





A bill has been introduced in Congress by Representa- 
tive Schaefer, of Colorado, providing that any suit in 
equity for foreclosure of a mortgage or for enforcing any 
lien against arailroad extending into or through two or 
more judicial districts or circuits of the United States 
shall be brought only in that district where the greater 
part of the property subject to such mortgage shall be. 
Senator Nelson has introduced a bill placing interstate 
railroads which have been chartered by act of Congress 
under the jurisdiction of the states they enter so far as 
concerns the control of the tolls, rates and fares charged, 
regardless of charter provisions to the contrary. Mr. 
Towne, of Minnesota, has introduced a bill requiring 
railroads to treat bicycles as baggage, and prohibiting a 
greater charge than two millsa mile. For carrying Mr. 
Towne’s wheel from Washington to Minnesota this 
price might be ‘all the traffic would bear,” but on a 
short trip, say from Washington to Alexandria, or from 
Minneapolis to St. Paul, the revenue would be rather 
discouraging; the railroads would have to retaliate by 
attaching the bicycles to the rear of the train and mak- 
ing them partially work their passage. 

The new state of Utah promptly takes its place among 
its sisters, and its law-makers are as “fly” as can be found 
anywhere. A bill has been introduced in its legislature 
to create a State Transportation Commission for the con- 
trol and regulation of all common carriers. The bill is 
very sweeping, and the Commissioners are required to 
establish maximum rates. They may punish for con- 
tempt the same as courts of record. When a railroad 
corporation, for the purpose of successful competition, 
voluntarily lowers its rates, such reduced rates shall not 
again be increased without the consent of the Commis- 
sion. In Massachusetts Mr. Brady, whose specialty 
seems to be bills authorizing the sale of intoxicating 
liquors, has introduced a measure requiring all the rail- 
roads of the state to carry passengers at two cents a 
mile. In the New York Legislature the bill requiring 
the New York Central and the Manhattan to jointly 
arrange to run trains through from Yonkers tothe lower 
end of New York City, which failed last year, has been 
again introduced. In Ohio Mr. McBride has introduced 
a bill requiring interlocking at all grade crossings of 
steam and electric roads. 

In the New Jersey Legislature there is a proposition 
that each railroad and canal company shall pay a tax 
upon the true value of all real estate owned by such 
company, as ascertained by the State Board of Assessors, 
one half of one per cent, thereon to the State and the 
local rate, less the one-half of one per cent., to the 
local taxing district. The tax to be computed by 
the State Board of Assessors. Another bill pro- 
vides for the separation of street and railroad grades 
in cities of the first class, whenever the Board hav- 
ing control of the streets shall pass a resolution 
to] that effect, the same to be approved or vetoed by 
the Mayor; if approved, the Board shall notify the com- 
panies to present plans within 30 days thereafter, which 
plans may be adopted or modified by the Board. If no 
plans are furnished then the Board shall adopt plans of 
its own. The company may then by written notice agree 
to enter into contract to build said improvements; if not 
so willing, the Board shall advertise for bids under the 
plans procured. The bill provides that the total expense 
must be borne by the railroad company, though if it 
should be insolvent the work cannot be begun until the 


Dayton, O. The description which follows is furnished 
to us by the latter company. 

“These cars are 25 ft. long over the body and 30 ft. long 
over the platforms. The width oyer the main panels is 
7 ft. 9in., the width over the cove panels is 7 ft., and the 
height from the bottom of the sill tothe top of the roof 
is 8 ft. 6in.; the cars are framed with our special iron 
construction with extended platforms supported by ‘‘T” 
irons. The platformsare enclosed with railings, with 
bronze trimmings and with solid bronze posts support- 
ing the hoods. The windows of tle car are furnished 
with selected plate glass, the inside finish is of St. Jago 
mahogany handsomely carved and finished in oil. The 
windows are supplied with Burgess tapestry curtains, 
with Burrowes automatic fixtures and furnished with 
silk velour draperies of the most artistic design. 

‘In each of the four corners of the car there is a buf 
fet with lockers above and below, the doors in the upper 
lockers are furnish with plate glass mirrors beveled. 
The doors of the car are of th2 double automatic pattern 
at each end. There are three incandescent electric chan- 
deliers in each car with an incandescent goose neck 
bracket over each buffet. The headlining in the car is 
of our composite pattern, sach as used in parlor cars 
and ornamented in the most artistic manner by hand. 





Interior of Parlor Car for the 


The hand straps are carried on bronze hand rods sup- 
ported on solid bronze brackets of the latest design. The 
seating is of loose wicker chairs made by this company, 
and upholstered in the most approved manner and so ar- 
ranged that the car cannot be marred as all points that 
are liable to come in contact with the sides of the car ere 
handsomely upholstered. The floor is covered with the 
Bigelow Wilton carpet. Each car is also supplied with 
two tables which may be attached to the sides of the car 
at different places. The cars are painted a Marseilles 
Royal Blue and ornamented in gold leaf as shown on the 
elevation. 


‘“‘The cars are mounted on our standard Class “E” 
suspension spring motor trucks, and are so arranged 
that the height of the body of the car is very little differ- 
ent from that of the ordinary four-wheel car. The wheels 
are 30 in. in diameter. 

‘In addition to the seating capacity above mentioned, 
each car is supplied with 12 camp stools, carried in boxes 
on each platform which may be used in case seats are de- 
sired on the platform.” 








Round-House Floors. 





At the November meeting of the Southern & South- 
western Railway Club one of the subjects brought up 
was ‘‘A Durable and Cheap Round-House Floor.’”’ The 
committee, Messrs. J. T. Robinson and J. G. Tomlinson, 
reported as follows: 

We have corresponded with several of the members of 
this club, and find that most of them are using the 
wooden floor, but would prefer some good com posite floor. 

Your committee find, however, after due consideration, 
that it would be a very difficult matter to say what 
would be the best floor; one that would combine durae 
bility and cheapness, from the fact that a round-house 
floor is subjected to various oe and very hard usages, 
and should be able to withstand the heavy pressure from 
jacks, etc., the rolling of trucks and other heavy parts of 
machinery over it, the action of the hot water from the 
cylinder cocks and overflow pipes, and the oil drippings 
from the truck boxes. All these have more or less effect 
on floors. 

Your committee believes that a floor made of vitrified 
brick, in the following manner, will be found very ser- 
viceable : ; 

First make a bed of furnace slag or churt, about 18 in. 
thick, then put a coat of sand over the slag and lay the 
brick on their edges, and after they are laid level them 
up by stamping. After this is done, a coat of hot coal 
tar is applied, which enters the spaces between the bricks 
and cements them together. The bricks should be laid 
in such a way that good drainage may be obtained and 
the floor washed off occasionally with the hose. 

Inasmuch as the floor close around the pits is subjected 
to harder usage and more severe strains than any other 
part, we would su: — that a piece of timber, about 
12 x 14in., be laid full length of pit by the side of the 
one that supports the rail. This timber should be sup- 
ported by brick pillars, built 7o< the side of the pit 
walls about 6 or 7 ft. apart. is would make a good 
jacking block, which could be replaced without much 
trouble or expense, and, in fact, we don’t think it would 
need replacing often, as the oil drippings from the truck 
boxes would preserve the wood to a certain degree. 

The Southern Railway Co. has a floor made of vitrified 
brick in its roundhouse at Knoxville, and it is reported 
as giving good satisfaction. Such a floor will cost about 
$1 per square yard. 

A good many of our members are using yellow pine 
floors, the sleepers buried in cinders and the floor nailed 
securely tothem. Old car sills can be used for the sills 
and make the floor very cheap. Such a floor can be laid 
for about 36 cents per square yard. 

It is the opinion of your committee that cement floors 
for roundhouses are a failure, inasmuch as they soon 
crack and flake off after being used a short while, under 
the varying changes they are necessarily subjected to. 

We are informed that the Ashland Coal and Iron Co. 
has a floor in its machine shop, at Ashland, Ky., which 
has been in use for nine years, without any apparent 
wear or cracks from any injury received during the year 
of service. The floor was made by filling in with sla 
from iron furnaces, for a eer of 18 in. to 2 ft., wel 
broken up and packed or pounded down, then sand was 





Brooklyn Heights Railroad. 


~~ over this so that it would pack down between the 
umps of broken slag. The whole was covered with a 
cement made from the same kind of slag, crushed and 
pulverized, in an ore pan, and mixed with water until it 
reached the consistency of mortar. This was put on to 
the thickness of 3 in. or 4in., and rolled well with a 
heavy iron roller. Mr. E. M. Roberts, formerly Master 
Machanic of that road,informs us that this material 
makes a very hard and durable floor, as the materials 
seems to run together and form one solid mass, which 
has the appearance of rock; but it is a question in our 
minds as to the durability of this kind of a floor for a 
roundhouse, inasmuch as it would be subjected to the 
one of expansion and contraction heretofore spoken 
or. 











Jan. 24, 1896.] 


THE RAILROAD GAZETTE. 87 








Movable Partition for Baggage Cars—Michigan Cen- 
tral R. R. 





The movable partition, shown in Figs. 1, 2, 3 and 4, has 
been in use on the Michigan Central for eight or nine 
years. It was designed by Mr E. D. Bronner, Master 
Car Builder, in order that a single baggage car for local 
and bonded through baggage could be used on the 
through trains of the Michigan Central, and also that 
the size of the two compartments into which the bag- 
gage car is thus divided may be varied to suit varying 
quantities of express and baggage or varying quantities 
of through and local baggage. The through baggage is 
bonded by the customs officials. The baggage cars are 
all built in this way a~-d thus become available for either 
baggage and express, or through and local baggage as 
desired, The proportion of local and through baggage 
varies greatly with the seasons on these trains, making 
the sliding partition desirable. By examining Figs. 1 
and 4 it will be noticed that the partition hangs from 
the sides of the car on a trolley bar similar to freight 
car doors. The bearings of the hangers are about 244 ft. 
apart and are substantially braced. Fig. 3 shows the 
framing for the partition. The partition is 5% in. thick 
double sheathed, and has two sliding doors in the center. 
By reference to the sectional plan, Fig. 2, the construc- 
tion is readily seen. The dours are hung by two sheaves 
upon a track placed inside the partition, as shown in 
Fig. 4. The bottom of either side of the doors is shod 
with 4x 4 in. st ap iron to prevent wear and rattling, 
and to allow for lubrication. 

Before passing into Canada from the United States, 
or vice versa, all baggage destined for Buffalo or Detroit 
or points beyond is placed in one end of the car and the 
partition moved up close to it. The side slide bolts S, 





external diameter. This consumes 17 lbs. of oil per mile. 
It is found with the Serve tubes that the ribs act not 
only as collectors and transmitters of heat, but as 
retarders, and consequently the effluent gases are coa- 
siderably reduced in temperature. The evidence with 
regard to the compound locomotive is conflicting. 

During the past year there has been an enormous de- 
velopment of the cold transport and cold storage systems. 
‘Probably the British farmer has no greater foe to 
dread than the refrigerating engineer.” This branch of 
the review occupies more than a column in The Engi- 
neer’s article, and should be read in full. Among other 
things it seems that one company has within the past 
year fitted up vessels having a capacity to carry 7,400 
tons of meat, the largest one having a capacity of 2,000 
tons. It hasin progress machines for fitting up three 
1,000-ton steamers and two 600-ton steamers, the latter 
to carry meat or dairy produce. The same company is 
fitting up a steamer with a new ammonia compressing 
machine, this vessel to have a capacity of 2,000 tons of 
meat. Another concern has fitted up with a carbonic 
anhydride system a number of large steamers for carry- 
ing meat and is now fitting other steamers with a total 
capacity of 7,000 tons. These are but a few of many 
items showing the great extent, in England, of this 
industry. 

Attention is called in the article to the apparently 
greater enterprise and adaptability of American inven- 
tors in various lines. They seem to be prepared not only 
to meet every want but to create wants: and the editor 
fears “‘ that the mechanical engineer in this country does 
not lay himself out to make a good thing and sell it to 
nearly as gieat an extent as his rival in the United 
States.”’ 

With regard to war material, the United States is in 
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and the Blackwall Tunnel and the great Mexican Drain 
age Tunnel, which was completed in October. Rapid 
progress is being made with the tunnel of the Waterloo 
& City Electric Railway under the Thames. The chief 
parts have been completed, including the whole of that 
under the river. The engineers are Messrs. Galbraith 
and Greathead. Capital has been subscribed for the 
Central London Railway. 

Occupation is now provided for a good many engineers 
in railroad work in Atrica. The Sierra Leone Railroad 
from Freetown inland is under construction. This will 
be 100 miles long, 2 ft.6in gage. Another African rail- 
road now being built is from Lagos to the interior. This 
will be 120 miles long. Both of these are being built by 
the Colonial Government. Material for the first sections 
of the Uganda Railroad has been shipped out and Mr. 
George Whitehouse has gone out as Chief Engineer. 
This, the reader will remember, is the line from the In- 
dian Ocean to the Victoria Lake, which will be some- 
thing like 670 miles if it is ever completed. In England 
the most importunt railroad work has been that of the 
Lancashire, Derbyshire & East Coast, but several rail- 
roads are being built in Scotland. 

The largest graving dock in the world, that of the 
Southampton Railway Company at Southampton, was 
opened last Summer. This is 750 ft. long, 87 ft. 6 in. wide 
at sea level, with a maximum depth of 35 ft. It is 
emptied by two pumps which can raise over 540 tons of 
water a minute. : 

In mechanical engineering little is found to record 
that is new. The action of the British Admiralty in 
adopting the Belleville boiler is thought to be of tran- 
scendent importance. It is being fitted to two great 


warships and its universal adoption for the future is a 
part of the programme. The use of “express” water 
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Fig.1. 


Figs. 1, 2 and 4, are pushed into sockets arranged in the 
side of the car and sealed with the customs’ seals. The 
sliding doors are also closed, locked and sealed. A small 
tell-tale or inspection window is placed in one door, as 
shown. This partition is in daily use and gives per- 
fect satisfaction. 








Engineering in 1895 and 1896, 





The Engineer (London) devotes eight pages of its issue 
of Jan. 3toarunning review of engineering affairs in 
1895, and to some forecast of the prospect for 1896. We 
advise our readers to read the whole article, but sum- 
marize a few facts tor the convenience of those who may 
not see that journal. 

It is considered that there are indications of a good 
deal of work for the civil engineer (subject to political 
complications) ‘‘ mostly abroad.’? Canal engineering in 
the United states shows some promises of revival, but 
not many. The Manchester Ship Canal has been a dis- 
tinct discouragement; but with the successful develop- 
ment of means of slow speed propulsion, canal trans- 
portation will probably before very long take a share of 
the slow and heavy traffic of the country. 

Tunnel work of considerable magnitude has gone on 
during the year, especially the Glasgow Harbor Tunnel 
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Michigan Central Movable Partition for Baggage Cars. 


the front in making armor plate, but at least? English 
armor plate makers are making nickel steel experi- 
mental plates. In projectiles, too the Americans seem 
to have taken the lead. ‘‘ Even the excellent Carpenter 
projectiles appear now to have been beaten by those of 
the Wheeler-Sterling make.” 

A good deal of new work was done last year, and still 
other work is in progress and planned in the improve- 
ment of rivers, harbors and docks to meet the increasing 


tube boilers has come to be regarded as indispensable in 
light high speed craft. 

In steam engines generally little that is novel has been 
accomplished. Joy’s hydraulic {gear (see the Railroad 
Gazette, Sept. 28, 1894) is gradually creeping into use. A 
very.remarkable traction engine is said to have been 
constructed by Mr. Burrell, of Thetford. Roller bearings 
are used and the engine ‘‘at quick speed will haul as 
much as two other engines did at slow speed.”’ A move- 
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ment in favor of self-propelled vehicles on common roads 
has become very strong and a great deal of interest is 
being shown in devices and experiments. 

Little or nothing new has been accomplished during 
the year in locomotive building. The tendency is to fit 
all fast running engines with bogie trucks, which, how- 
ever, is not a special favorite with English locomotive 
superintendents. ‘It adds useless weight, increases the 
cost of an engine about $750, and it is difficult to combine 
it with inside cylinders of more than 18 in. diameter’’; 
but it is liked by the civil engineers because it is easy on 
the track. It is believed that in the near future all ex- 
press engines on main lines with cylinders not [?] less 
than 18 in. in diameter will have bogie trucks. Mr. 
Holden, of the Great Eastern, is using the Serve tubes 
with much success. He hasan engine fitted with his 
liquid fuel burning apparatus and Serve tubes 2)4 in. 


size and draft of vessels. At Southampton, at Liverpool, 
at the coal ports of Wales, at Hull, and at other ports 
work has been done or is in progress. 

In electrical engineering there has been a decided im- 
provement over 1894, and the prospects for the present 
year are brighter than they were at the beginning of last 
year. The greatest development in Great Britain has 
been in electric lighting. In many places the capacities 
of the stations for supply are not equal to the present 
demands, and engineers are looking to the means of in 
creasing capacity without great expense. In one case 
the question was solved by the use of lamps at 230 volts, 
and “it seems probable that during the year there will be 
a greatly increased use of distribution at 400 volts on the 
three-wire system,” but electric lighting has very power- 
ful rivals in Welsbach and other forms of incandescent 
gas lighting, which are growing in use and efficiency, 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it disti.ctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either Jor money or 

in consideration of advertising patronage. 











Since the strike of conductors and motormen on 
the street railroads of Philadelphia a few weeks ago, 
which was accompanied by much rioting and other 
lawlessness, a good many people in that city have 
fallen in love with the idea of municipal ownership ; 
and, a mass meeting having been held in the Academy 
of Music last week, a resolution has been passed by 
the managers of the Municipal League asking the 
City Council’ to take immediate action looking to 
the purchase of the street railroads by the city. It 
appears that under an ordinance passed in July, 1857, 
the city has the right to purchase any street 
railroad property, and so the promoters of the 
present movement think they have plain sail. 
ing. They think that the roads could be at once 
leased on terms that would reimburse the city for the 
purchase money the first year. The preamble to this 
resolution says that ‘‘in view of recent events the 
control of the street railroads by the present corpora- 
tions is a standing menace to the peace and pros- 
perity ” of the city; that the corporations tend to 
become the masters instead of the servants of the 
people, and that the stocks and bonds of the com- 
panies are so distributed that a large class is 
being formed interests are at variance 
with those of the people at large. The 
dividends and terms of the leases that have been 
made are held to prove that the business is very profit- 
able. Without entering into the intricate arguments 
for and against municipal ownership of street rail- 
roads, we venture to inquire if these Philidelphians 
have asked themselves the question whether a city 
council is likely to get any better service out of the 
railroads by leasing them (or by operating them di- 
rectly) than it does by the present method of control. 
A private corporation operates a road economically 
because it has a keen appetite for profits ; operation 
by a city government is supposed to be beneficial to 
the people because it gives all the profits to them. 
The objection to the first method is that the corpora- 
tion makes too much profit, and to the second—well, 


whose 


many people seem to think there is none. 
But there is; with direct operation we suffer from the 
admitted inefiiciency of elected government officials 
as administrative officers, and a lease is not greatly 
different from the ordinary plan; the’principal advan- 


tage gained by the city is the chance to frequently 
revise the terms of the contract. But we should sup- 
pose that this would be quite possible under the pres- 
ent conditions. The means for making a railroad 
give a larger share of its earnings toa city is to in- 
crease its taxes. Why cannot the basis of taxation be 
changed as readily as the terms of a lease? No such 
extensive establishment as a great street railroad in a 
large city should be deprived of the motive force 
afforded by the incentives of private enterprise, with- 
out very careful reflection. In one American city im- 
portant street railroad reforms are said to have been 
recently accomplished by the aggressive action of the 
city government; but the precarious nature of our de- 
pendence when we look to elected officers for efficient 
regulation of monopolies is illustrated by the fact that 


in the case referred to the credit for the reduction of 
fares is accorded wholly to one man, the mayor, and 
that this mayor is classed as ‘‘ erratic.” What as- 
surance is there of a consistent maintenance of his 
policy, whether it be good or bad ? 








Couplers and the Working of the Law. 


On and after Jan. 1, 1898, it will be unlawful for 
any common carrier engaged in Interstate commerve 
‘*to haul or to permit to be hauled or used on its line 
any car used in moving Interstate traffic not equipped 
with couplers coupling automatically by impact, and 
which can be coupled without the necessity of men 
going between the ends of the cars.” This means 
that, by the provisions of the United States statute, 
within a little less than two years, nearly all the 
freight cars of the country must have automatic 
couplers, for the percentage of freight equipment 
which is not liable to enter into interstate service is 
very small. 

At the close of the year ending June 30, 1894, the 
Interstate Commerce Commission reported that 
357,621 cars were equipped with automatic couplers 
and that the total freight cars of the United States 
were 1,278,078. We have no general footing up of the 
work that was done in this direction in 1895 because 
the Interstate Commerce Commission has not yet 
published its figures of coupler equipment for that 
year. The pretty general testimony of the companies 
making and selling M. C. B. couplers is that the sales 
during the year have not been nearly as numerous as 
one might expect that they would be, considering the 
imminence of the action of the law. 

Various reasons are assigned for the delay of the 
railroad companies in proceeding with the work of 
equipping with automatic couplers. One theory is 
that they are comparatively indifferent because they 
hope to secure an extension of the time. We are dis- 
posed to think that the railroad companies would be 
glad to advance the use of M. C. B. couplers for other 
reasons than the compulsion of the law. They have 
learned the greater safety to trains and to trainmen, 
the greater efficiency in service and the considerable 
economy in links and pins saved, that is pretty sure 
to follow the general use of the M. C. B. coupler. We 
suspect that the main reason for delay is the want of 
money—a condition which has prevented taeir buy- 
ing or doing a great many things in the last two 
years. Whena railroad company finds that it has 
some money available for purchase, repairs or im- 
provements, it must consider, as any individual must, 
where the use of a limited amount of money will give 
quickest results. 

It is to be apprehended that a postponement of the 
purchase of couplers will make serious trouble for the 
railroads as the expiration of the period of grace comes 
near, for it seems probable that a great mass of orders 
may be put on the marketat once, and that the coupler 
companies may be driven beyond their capacity for 
prompt supply. In that case the old customers and 
the large customers will naturally have the preference, 
and a good many railroads are liable to find them- 
selves in an awkward position unless they can get an 
extension of the time. Nodoubt many railroad officers 
count on the probability of being able to get such an 
extension because of the financial stringency through 
which the companies are passing. and from which 
they have suffered for a good while, and perhaps 
because they will be able to show that the coupler 
companies cannot supply the demand when it comes 
all at once. But in this they are speculating on a 
very uncertain element; namely, the temper and dis- 
position of the Interstate Commerce Commission. By 
Section 7 of the Act, the Interstate Commerce Com- 
mission may extend the period within which the pro- 
vision shall be complied with ; but will it be disposed 
todoso? It would seem to be a prudent thing to 
push coupler equipment while the manufacturers are 
not flooded with orders, and while contracts can be 
made on easy terms. 








Runaway Trains on Elevated Railroads. 





There is a somewhat wide-spread impression that 
the arrangement of electrical apparatus on motor 
cars tends to make them ‘‘ unmanageable.” This 
has appeared several times in the recent reports of 
“unmanageable” motor cars on the Metropolitan 
Elevated in Chicago. In one case a motor car was 
run over the end of the structure into the street, in- 
juring the motorman and conductor. Fortunately, 
it was very early in the morning, when few people 
were stiring and there were no passengers in the cars. 
In another case, a motor car, reported as having be- 
come ‘‘unmanageable,” smashed several cars and 
pushed another into the street, injuring the motor- 
man. Fortunately, this took place after the passen- 


gers had left the car. In another instance, a train 


loaded with passengers ran into a bumping post, but 
no one was injured. The public hears rumors of 
many similar instances, but these are sufficient 
specific cases to point out as examples. 

The driving apparatus on a motor car cannot run 
without the electric current. This is a self-evident 
proposition, and if the current is cut off there is 
no danger of the car becoming ‘‘unmanageable,” 
To cut off the current there is a separate cut-out 
switch, and the cut-out switch in the controller. 
Further, the reversing switch permits a rever- 
sal of the current to drive the car in the oppo- 
site direction, if necessary. It is not probable, 
and scarcely possible, that all of these pieces of 
apparatus should be out of order at the same time. 
There is a remote possibility of a short circuit which 
would make the switches inoperative, but in that czse 
the automatic circuit breaker would open the circuit 
and cut off the current. On a steam locomotive the 
breaking of a throttle-valve stem might make it im- 
possible to shut off the steam, but the engineer can 
always have recourse to the reverse lever which he 
can put on the center, or reverse the engine.. Thus, 
so far as the driving apparatus is concerned, there is 
no reason for either a steam or electric locomotive be- 
coming unmanageable; and, of the two, the electric 
locomotive is perhaps best protected against this con- 
dition. 

When a car is running, if the current is shut off, it 
may become unmanageable if there is no way of 
stopping it; that is, if the brakes fail to work. 
Where there are only handbrakes, the brake power 
may be sosmall that the motorman cannot always 
control the car. With handbrakes alone, there may 
be a failure of the apparatus such as the rupture of 
the brakechain which would certainly make the car 
unmanageable. This happened in the serious accident 
whicli occurred in Pittsburgh some time ago. If there 
are electric brakes, there is a possibility of several con- 
ditions which would induce failure of the brake 
power. If the brakes be non-automatic and worked 
by compressed air, burst hose, or-any one of a consid- 
erable number of defects in the apparatus may render 
the brake useless. This was so well shown by the 
practical experience with the straight air-brake many 
years ago that it has been discarded for practically all 
steam railroads. The same is true of the vacuum 
brake, which, as used in this country, is also non- 
automatic. Those who favor the non-automatic 
brakes claim with some reason that the handbrakes 
can be relied upon in case of failure of the straight air; 
but an example of this condition not long since in 
New York City, showed that the engineer had for- 
gotten the proper signal to give to call for the hand- 
brakes, and it is probable that the guards on the cars 
would not notice the call, if given, quickly enough to 
be of much use. 

In the case of the automatic brake, the power is 
always ready for use, and the train cannot be started 
until the apparatus is in proper condition, as the 
brakes cannot be released from the wheels unless the 
brake system is in good order and charged with air 
ready for use. It is this important fact which has 
led to the almost universal use of the automatic 
brake in all countries. Another important fact is 
that the control of the train is in the hands of anyone 
on the train, at any part of the train. The conductor, 
baggage man ora passenger, can stop the train by 
pulling the cord which applies the brakes. 

It has been claimed that the straight air-brake used 
on the Metropolitan Elevated has an attachment 
which will permit the conductor on the rear of the 
motor car to apply the brakes in case of accident ; 
but if such an apparatus is provided, it was appar- 
ently not in working order, or was not used in the 
cases of the accidents that have already occurred on 
that road. 

We have thus been over the situation in a general 
way, describing the specific apparatus, in order that 
there might be no misunderstanding as to the real 
nature of the facts; and so that, in taking up a fur- 
ther consideration of the safety of electrically-driven 
trains, one may be in a position to comprehend the 
differences there may be between the safety of elec- 
trically-driven and steam-driven trains. 

It would bé unfortunate if the public should receive 
the impression that elevated railroads operated by 
electricity are less safe than those operated by steam, 
for this isnot true. It is probable that an electrically- 
driven train, equipped with proper brake apparatus, 
can be better controlled under all conditions than a 
steam operated train, for the reason that the appara- 
tus is simpler, lighter, more accessible, and the motor 
man has much less to distract his attention than the 
steam engineer. The steam engineer has approxi- 
mately the following apparatus to handle: Throttle 
valve, reverse lever, two injectors, three gage cocks, 
blower, steam heat valve, cylinder oilers, and has to 
keep watch of the steam gage and some other things, 
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and boss the fireman. These are all additional duties 
over and above those which devolve upon the motor 
man of an electric motor car, and it is not to be 
expected that the steam engineer could devote so 
much attention to the signals and the safety of the 
train as a motor man, who has practically nothing to 
do but to handle his controller and the brake appara- 
tus. One may well ask how it is that if electrical 
trains are safer than steam trains, the accidents 
that have occurred on the Metropolitan elevated have 
been possible, inasmuch as the “‘ Alley” road in Chi- 
cago has been in operation a longer time, with practi- 
cally no accidents, except one rear end collision in 
the time of a bad fog with a close interval between 
trains. 

There is some ground for believing that the reason 
is that the Metropolitan Elevated has only one man 
at the head of the trains, namely, the motorman, 
and has a brake apparatus that was never used be- 
fore, except on the Intramural road at the World’s 
Fair, and which belongs to the oldest type of air- 
brakes, namely, the non-automatic, straight air. 
Either the recent accidents show that one man alone 
at the head of a train in the cabis not enough for safety, 
or that the brake apparatus is unreliable. No other 
conclusions can be reached, as far as we can see. To 
run five-car or six-car trains with only one man to 
handle the power is questionable practice ; it has never 
been done before, and it does happen sometimes on 
steam roads that the engineer becomes incompetent, 
owing to illness or some other cause, and the fireman 
has tostop the train. This has occurred on the “ Alley ” 
elevated. A very important case of this kind occurred 
not long ago on a large railroad 1unning out of 
Chicag» and put many lives in danger. 

However, it does not appear that in any of the 
cases, with the exception, possibly, of one, the motor- 
men on the Metropolitan Elevated was disabled. In 
the single case referred to, the motorman has signed 
an affidavit, saying that he was asleep while standing 
at his post with the train running. This appears ab- 
surd on the face, but, of course, men have been known 
to fall asleep standing up and while riding on horse 
back. Cavalrymen, on long marches, have often slept 
in the saddle ; but it is hardly to be expected that a 
man will fall asleep on an elevated railroad train with 
station stops about two minutes apart. In the case in 
point, the man had about one and a half minutes in 
which to get so far asleep, standing up, that he passed 
a station and ran into a bumping post. Another im- 
portant fact is that the conductor is said to have dis- 
covered that the motorman did not stop the car as he 
should, and started forward to see what was the mat- 
ter. Ifthe brake had been automatic, he could have 
stopped the train within 15 seconds, and prevented 
the motor car from going over into the street, which 
it did, after crashing through the very substantial and 
heavy pumping post. Perhaps the motorman thought 
the affidavit that he was asleep was the best way out 
of the difficulty in which he found himself; but, of 
course, there is the possibility that hedid fall asleep 
in less than two minutes inasmuch as he had said that 
he only had four hours sleep while off duty although 
he had time for more. We have suspected that the 
motorman in the case just mentioned let the air- 
pressure run too low for efficient braking. We have 
seen the pressure gage on the Metropolitan run down 
to 20 lbs. 

There is not evidence enough so far collected on 
the Metropolitan to showthat it is not safe to run 
with one man at the head of a train, if the brakes are 
in such shape that the conductor on the rear of the 
car can apply them in case of danger. A cord run- 
ning through the motor car, that is accessible to pas- 
sengers, gives an additionalsafety, because some of the 
passengers might be looking out ahead, and would dis- 
cover a condition of danger. The motorman should 
be in sight of the passengers, and if he should become 
disabled, the train could be stopped by those in the 
car. This condition is not present on the Metropoli- 
tan inasmuch as the motorman is in an inclosure and 
not in view of the passengers, and, further, as the 
brake is not automatic. On the ‘‘Alley” elevated the 
automatic brake is under the control of every guard 
and passenger in the train, and in case of anyone be- 
coming jammed in the gates, or of the train parting, 
or any accident in the rear, the train can be stopped 
at once without signaling to the engineer. 

This whole question was taken up by the officers 
of the Lake Street Elevated in changing from steam 
to electricity. With the steam apparatus now used 
they have the non-automatic vacuum brake. It was 
first intended to use the straight air-brake in making 
a change to electricity; but when attention was 
called to the dangers arising from an incomplete 
control of the train under all circumstances by all> 
the men on the train, the plan was changed ; the best 
form of automatic quick action brake apparatus will 
be used, 


We recite these facts that those who read this may 
know that there is no reason why an electric train 
should be any more “unmanageable” than a train 
hauled by a steam locomotive ; and we call attention 


again to the important question whether it is safe to . 


run five-car and six-car trains onan elevated road with 
only one man at the head of the train. As we have 
said, there is no proof that sucha plan of operation is 
not a safe one ; but inasmuch as heretofore, in similar 
cases, two men have always been used, it is worth 
while to seriously consider whether two men are not 
really necessary where the traffic is crowded, and the 
interval between trains small. 

The conditions on an elevated railroad structure 
are quite different from those on a surface line. The 
speed is slower, and while there would not be much 
danger from derailment or collisions on a surface 
road at. low speed, yet on an elevated road.a derail- 
ment may mean the fall of a whole train into the 
street. All that holds the frail superstructure of thecar 
—which is nothing more than a wooden shell—to the 
trucks is a comparatively small center pin, and if, in 
the case of collision or derailment. these pins break, 
the cars would probably tumble off the structure; 
and, while with steam operated roads, with two men 
at the head of the train, and with experienced train 
crews, there is little danger of such an accident—as 
is shown by the most excellent service of the Man- 
hattan line—yet it is not clear that with new men of 
an ordinary class, paid but about $2 a day, with only 
one man at the head of the train, the same degree of 
safety is assured. 

These remarks are prompted by the growing im- 
pression in the public mind that electric cars are nec- 
essarily more unmanageable than steam propelled 
cars; and, further, by the question often asked in 
Chicago if the recent accidents on the Metropolitan 
are the result of the use of electric apparatus, or of 
defects in design of the equipment. One must con- 
clude that there is nothing in the electric apparatus 
that increases the danger, that a reliable brake may 
be used, and that the use of only one man at the head 
of the train is an experiment. 








The New York, New Haven & Hartford Railroad is an 
oppressive and injurious monopoly, according. to the 
view of aman in New Haven, and a long letter setting 
forth this view is published in the Journal of Commerce 
(New York). As this prominence in so conservative a 
paper gives some dignity and importance to the letter it 
may be worth while to briefly note its contents. In sub- 
stance it says that the New Haven road bought a large 
block of Boston & Maine stock when the Reading was 
compelled to sell out its holdings; that it sent Mr. 
Tutt.e to the Boston & Maine as President and intends 
to absorb the road sooner or later; that the Boston & 
Albany and the Fitchburg will also be squeezed until 
they join the monopoly, and that with the control of all 
the boavs on the Sound the New Haven now practically 
controls all landing places and really rules this great 
water course; this being so, the present monopoly will 
be greatly strengthened as time goes on; the passenger 
fares are higher than they were in 1850 and average 
freight rates are higher than on the Boston & Albany, 
and the company borrows money at high rates from 


“stockholders instead of going into the open market and 


getting it at low rates. The writer admits that the con- 
struction of a parallel railroad to New York is not the 
remedy and he evidently intends to offer some dazzling 
plan of his own in the near future. For the purpose of 
“opening the discussion” this letter is to be commended. 
The citizens of Connecticut havea duty to perform in 
seeing that their public servants, the railroads, give good 
service at reasonable prices, and it is important that this 
duty be performed intelligently. It appears from the 
letter that this is not done, for the paragraphs are 
frequently punctuated with the assertion that the 
lawmakers simply register the will of the despotic 
power that owns the railroad. To what extent themem- 
bers of the Connecticut Legislature are swayed by their 
ownership of railroad stock or their friendship for other 
stockholders, or their petty fondness for an annual pass, 
we do not know. But the obvious remedy would seem 
to be for the people of Connecticut to send to the legisla- 
ture men who are able to think for themselves and who 
have the character, courage and intelligence to vote ac- 
cording to their convictions. They should be more ac- 
curate in thinking and careful in statement than this 
correspondent is. The statement about the control of 
all landing places for boats on the New England coast, 
including Boston Harbor, must be attributed largely to 
the exuberance of the writer’s imagination. If the aver- 
age amount received per ton per mile for freight on the 
New Haven road is twice as high asit is on the Boston 
& Albany, very likely the difference is largely accounted 
for by the very much larger proportion on the Albany 
road of grain and coal, and the longer haul. A much 


larger share of the New Haven road’s freight has to be 
hauled short distances at high speed and with a degree 
of promptness that forbids large train loads. Again, in 
comparing the rates of fare in 1850 with the rates now 
charged considerable caution is necessary. Rate wars 
making unreasonable reductions were not unknown 
even then, especially between the Hudson River boats 





and the Hudson River Railroad, the latter of which is 
taken as one of the examples to illustrate the argument 
of the letter. To make a fair comparison the rates re- 
ceived for a term of years should be shown. 








The city of Boston ought to havea Union station on 
the south side of the city as well as on the north, and 
the Boston Herald is trying to work up interest in the 
subject. As will be readily uzderstood by persons fa- 
miliar with the city, or by reference toa map, the prob- 
lem is acomparatively simple one except for the great 
expense of widening the rights of way. This widening, 
however, is inevitable sooner or later, whether the roads 
unite or remain separate, for the volume of traffic is con- 
stantly growing and the existing track facilities are 
taxed to their full capacity on at least three of the four 
lines. The consolidation of the Park Square and the Bos- 
ton & Albany stations was discussed ten or a dozen years 
ago, an alternative being an exchange of stations between 
the two companies without consolidation, but neither 
plan could be carried out unless one road would buy the 
other, and that could not be accomplished. Since the 
Old Colony station has come under the control of the 
same company that controls the Park Square station the 
feasibility of uniting all three of the stations named 
has been more clearly seen, and the recent acquisition 
of the fourth line, the New England, by the New Haven 
company, makes the consolidation scheme still more 
attractive The proposed site for the main ‘station is 
Kneeland street, the Albany and the Old Colony 
stations being practically consolidated, taking in 
the ground between that now occupied by other 
buildings. The Park square station would be used, as 
far as necessary, for suburban trains, the New England 
station for mails and express, and the freight stations 
would all be removed to South Boston. The Hera! / has 
interviewed a number of prominent citizens. Mr. Ed- 
ward Atkinson, while declining to give an opinion on 
on the details of the problem, regards the improvement 
as necessary, ard goes on to show the desirability of a 
tunnel to connect the southern part of the city with 
East Boston. He thinks that by using the Greathead 
system such a connection could be made “at a very 
moderate cost.’”” Mr. Charles F. Adams assumes that 
the necessity of such a Union station as is proposed is 
self-evident, and apparently has nothing to say except 
that the railroads ought to go ahead and makeit. As 
we have just said, the pivotal question is whether the 
roads believe it justifiable to expend the large sums 
necessary to acquire the necessary additional real estate. 
Probably they have some data or estimates on this sub- 
ject already. If this *xpense does not come withina 
reasonable limit, the alternative to the plan here pro- 
posed will be a Union station a mile or two west of the 
present Boston & Albany station; but that could not be 
made to accommodate the whole of the Old Colony and 
New England roads’ traffic, and possibly not any of it. 








Citizens of Guthrie, Okla., have issued a series of 
resolutions denouncing the management of the Atchison 
for insulting every loyal American by making use of the 
lion which surmouuts the world in the Santa Fe’s adver- 
tising publications, time cards, etc. The Ancient Order 
of Loyal Americans ‘“‘ most earnestly condemn and protest 
against the actions of the officials of the Atchison, To- 
peka & Santa Fe Railway Company for the insult ren- 
dered every loyal American citizen by placing on their 
charts and maps the English lion, typical of British 
power and authority in our free America.”’ This is the 
sort of babyishnees that helps to make us ridiculous be- 
fore the world, and that has helped to bring politicians 
of high and low degree to that state of mind where they 
are ready to commit crimes against the nation and 
against civilization in the sacred name of “‘ patriotism.” 
Tnat kind of patriotism is what Dr. Johnson had in 
mind when he defined patriotism as “ the last refuge of 
a scoundrel.” 








TRADE CATALOGUES. 


New York as a Winter Resort is the title of a pamph- 
let published by the General Passenger Agent of the 
New York Central, which he offers to send to anyone for 
four cents. It consists principally of a brief description 
of the principal sights of New York City, with lists of 
hotels, theaters and retail business houses. There are a 
number of direct process pictures, mostly borrowed from 
Judge, and 10 or 15 pages of hotel advertisemente, 
enough to pay for the book, no doubt. The work has 
been compiled with care and is up to date. There isa 
convenient map of the central part of the city, showing 
the principal points of interest. All minor points are 
omitted, making the map much easier to study than an 
ordinary directory map. In the announcement it is 
stated that this map is got up ‘on anoriginal plan,” but 
we feel compelled to remind Mr. Daniels that the same 
plan has been used in railroad maps many years. The 
originality consists in squeezing the city of New York 
lengthwise and expanding it sidewise so as to make it 
look more like the state of Iowa and less like Delaware 
than a true map would. By this distortion the Grand 
Central Station is made to appear exactly in the center 
of the city; which is true enough, geographically, with 
out making use of an original method of distorting 
maps. 











Chicago Street Railroads. 


West Chicago Street Railway Company.—The 
annual meeting of the stockholders of the West Chicago 
Street Railway Company was held Jan. 15 and the report 
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for the past year was read. The opening of the Metropoli- 
tan and the Lake street elevated roads in the territory 
where the West Chicago had previously had complete con- 
trol has naturally caused much interest in this report. 
During the past year the West Chicago has changed a large 
proportion of its lines from horse cars to electric. 
Previous to the extension of the electric lines the com- 
pany had 157 miles of horse car lines and 30 n.iles of cable 
track. Of the horse car lines 108 miles have been 
equipped with electric motive power and 13 miles of new 
electric lines have been built. This gives the company 
at present 49 miles of horse car lines, 30 miles of cable 
and 121 miles of electric, or a total of 200 miles. Accord- 
ing to precedents the increase in business of the lines has 
been about 10 per cent.: however, the receipts for 1895 
were about the same as 1894. This shows to some ex- 
tent the effect of the competition. There was, however, 
a decrease in operating expenses, the result of which was 
an increase in the net earnings. The following are the 
main financial results: 
Gross Earnin s. 





cs ee errr errr <eanee $4,157,237 
og advertising, rents and misce lancous...... ‘cis af, 210 
BEL ccs sinvasce Wedbeatnl ce kepvabee eubiechseaus: bsanee $4,201,477 
Operating Expenses. 
Conducting peer DiiGinicin sinew inn bale - 419 
Maintenance of way.. pC ses Seseeciee 99,758 
RIE NOE oon insnecdesiscawonsioesis esses 526,698 
eee Eee ar 92,863 
SN WOON oc s o55c65osnnaccdnccinsesck 205,455 455 
eee 2,267,195 195 
Net earnings Pe MuSSaWaeeeee sey Auebaaneeeneae | waaneeee $1,934,281 


PNG. oss cubeinw 2ssGauvekwceceeisee 
Coupon interest nee 
PRO NE WOROS «65 - sosi ose sccssacscxcqeess 





DN ccs ep aah penaup eens sb Sessneee eeanhonen $902,015 , 
Applicable to dividends............-+0+eeseeeeee-seeees $1,032,266 
IEE «26 aw cenicss <a wiescceeeserbees 791,340 
DEDcss  _dvs5sl aaeeusboseah sues soGuueasbaswessens * i 6 


Total surplus Jan 1, 1896.. 

The actual earnings sone from all expenses ne 
charges amount to 7.82 per cent. on the capital stock. 

The report is incomplete in some respects. It does not 
give the number of passengers carried as did last year’s 
and this figure itself would show the effects of competi- 
tion more than any other. The number of passengers 
carried during 1894, as given in the annual report, was 
85,287,303, while the earrings from passengers for that 
year were $4,142,453. This figure divided by 5 cents will 
not give the total number of passengers carried, so it is 
evident that the figures for 1895 will not show it either. 
The following are the Directors elected for 1896: Chas. 
T. Yerkes, John B. Parsons, Wm. L. Elkins, W. F. 
Furbeck, S. W. Rawson, F. H. Winston, Geo. A. Yuille. 

North Chicago Street Railway Company.—North 
Chicago Street Railway Company is still free from com- 
petition with elevated roads, though it is expected that 
the Northwestern Elevated will be in operation before 
the close of 1896. This elevated road, however, will be 
practically under the control of the same parties. The 
North Chicago during the past year changed 58 miles of 
its track from horse car lines to electric, and has now in 
operation 3 miles of horse car lines, 66 miles of electric 
and 17 miles of cable, or a total of 86 miles. The operat- 
ing expenses amounted to 48.70 per cent. of the gross 
receipts against 54.33 per cent. for last year. 

Gross Earnings. 








K ‘om passengers, RDS cack scar va vapaeessinebossvecmes $1,632,297 
_ ’ SIRO siabeksencsebeesseawsues enn 670,254 
” me PANES. kos:  wabanbssanbcancns 391,276 

Ri dslsanscaubwan See snebeeesGuneuaesabbens os waeeee $2,694,357 

Miscollancous PESO SEMRENAEUANERSESDESGRDAS  O0~SaSoe—s 86,128 

MR isc cnsienih scansanesSaseuneociersuse esse seernen $2,780,485 

Expenses. 
Operating expenses, RRR dieses: ccassweess a 4 943 
electric...... od eee ns 303,136 
. ”  DOTEO DRIES c6cccecccvecs 357,028 
DIO 5: cnn covsecseaweredeeupensnctstcens $1,312,107 
Fixed charges .. 471, 

PE: ccc cicatinkseenntvetenssesiosnuus $1,783,358 

Net earnings applicable to weehgeenant (eaewiee” <6 wees $997,127 

DER °c a auamcatenbase ise eaws! 75. eases snaeeees 659,922 

I iris cnicne ck dbase wsnsensess be spereceeeeSnesasess $337,205 

Surples BORE I ss sin ccxkwsse avtensenseawessianas.asec 1,357,076 

$' 694,281 

ey pete eee putin 100,000 

Berle Tat. 6; WBS. ocscccssccccccssecececcncsioss. estes $594,281 


The net earnings on capital ae were 18.12 per cent. 

The Directors elected were Chas. T. Yerkes, J. Wm. 
Helm, F. H Minston, W. F. Furbeck, Chas. Henrotin. 

Chicago City Railway Company.—The annual report 
of the Chicago City Railway Company, which controls 
the lines on the south side of the city, was much more 
detailed than either of the preceding. During the past 

year the company hasconstructed 184 m les of new track 
and relaid 344g miles of electric lines. The mileage of 
the company now is: Cable, 34 miles; electric, 117 ; horse 
car, 9 miles, or a total of 160 miles. The total number 
of passengers carried was 88,806,461, or an increase of 
4,011,474 over 1894. This increase is entirely due to the 
electric lines, which carried 19,013, 01 passengers in excess 
of the preceding year. Both the cable and horse cars 
showed a decrease, that of the horse cars amounting to 
almost 14,000,000. This decrease would most naturally 
be expected owing to the decreased mileage resulting 
from the ehanges to electric. 


Gross Earnings. 


IE, nia ve cb Khan che ein dShes eben ananenses™ $4,440,323 
SE an cess skcceSaneseeet' «esckuas caw atonsece 36,501 


. $4,476,824 





Total...cecccee- picbheneessneaeawsias 


Operating expenses...... . ...... eases $2,867,726 

IDE SURNUL 0c -ocusnncsecsacccapassenne 207,877 

Depreciation, horses —....- 220 ve ee coves 13,650 

Keconstructing State Street cable line. .. 50,781 

Cottage Grove cable line. . 28,078 

MUR xc csinnesnusesieaseseeecen aenmesenneaee $3,108,112 
Net earnings applicable to . vient ijaxeubpectetsnes $1,368, 712 
SPURRED ~. 5c ccceu ces! eebscncaabericovetcens 1,140,000 000 
PR is ww woieed ib snc icwewale Hosen eBid weeemaeees $223,712 


The net earnings were 14. 41 per cent. on the capital 
stock, and the operating expenses were 62.72 per cent. of 
the gross earnings. 

The mileage made during the year was: Cable, 14,872,- 
589; electric, 5,526,760; horse cars, 1,452,560, or a total of 
21,941,900 miles. There was an increase of 3,676,500 miles 
for the electric, and a decrease in cable and horse cars of 
2,782,010. The cost of operation per car mile was: 


CRO CIRUN sccscce 9 Sasuwacsas |‘ aecessasiocnsuoenaees 10.24 c nts 
HUEED. 065 Scwanctwsccstoneoee wat) aawenscenees 30.55 
MOO MEMOR 5. oncic erannemcxabwncchemeteacuap ts 14.78 ** 
GN oo icis5 << ccudecsecuawsssweects o saetuieel 12.80 “ 


The following Directors were elected: S. W. Alberton, 
J.C. King, L. Z. Leiter, D. K. Pearsons, E. M. Phelps, 
W. B. Walker and Geo. H. Wheeler. The capital stock 
was increased by vote to $12,000,000, the $2,000,000 in- 
crease to be expended in the construction of electric 
lines. 








Preserving Timber with Woodiline. 


Woodiline is one of a number of well known compounds 
intended to preserve timber from decay. It differs from 
most of these in that it need not be forced into the wood 
by pressure, but because of its peculiar penetrating 
qualities it will enter the pores of the timber if simply 
applied to its surface. The principal conclusions which 
have been reached by those who have investigated the 
subject of wood preservation have been that a majority 
of wood preserving compounds are practically all that 
they are claimed to be, and will preserve timber sub- 
jected to conditions producing decay, in a greater or less 
degree, depending largely upon the completeness with 
which the application of the preservatives has been 
made. Whether creosote, or bichloride of mercury, zinc 
chloride or other compounds are used, the especial value 
of the preservative will depend on the completeness with 
which the wood has been seasoned, or the moi.ture and 
sap extracted and upon the amount of the preservative 
that is injected into the timber, this amount depending 
almost entirely upon the quality of the timber used, 
whether hard or soft, and upon the pressure which is 
used in forcing the chemical into the pores. 

The conclusions reached by the committee of the Ameri- 
can Society of Civil Engineers which reported in 1885 
(and which report has become a classic on this subject) 
were in part as follows: 

“The cheap woods, . . . can be made tooutlast the 
best woods in their natural state by a thorough artificial 
preparation. 

“For railroad ties it will be advisable to select the 
harder kinds of wood to guard them against cutting into 
by the rails, especially upon curves. Preservation, how- 
ever, materially adds to the natural hardness of timber, 
and it is found to resist cutting by the rail, under ordin- 
ary traffic, from twelve to sixteen years. 

‘Extract the sap and water, as far as practicable, 
before injecting the preservative. It is obvious that a 
liquid solution cannot be forced in unless there is a place 
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for it, and yet most of the failures of valuable methods 
can be traced to neglect of this obvious requirement. 
Timber must be well seasoned, either naturally or arti- 
ficially, before the antiseptic is injected, except in the 
case of the Boucherie process, which can only be applied 
to freshly cut logs. 

“In this country, preservation of wood (except in an 
experimental way) has been the rare exception, but the 
time has probably arrived when, in many sections, an 
economy of 20 to 50 per cent. a year can be obtained in 
the maintenance of timber structures and cross-ties by 
preparing them artifically to resist decay, while in other 
sections timber is still too cheap to warrant spending 
money to preserve it. 

‘* The most important factor will be the exposure (wet 
or dry) and consequent rate of decay. Thus all brewers 
find it very economical to preserve their floors; and 
mills, bleacheries, dyehouses, etc., largely resort to 
artificial preparation of timber because of their exposure 
to slopping of water, and consequent moisture in heated 
apartments. 

‘In view of the different costs of the various antisep- 
tics used and the price of timber in this country, where 
it is still much cheaper than in Europe, we believe that 
the method to be selected.for preserving wood, if any, 
depends almost wholly upon its proposed subsequent ex- 
posure.’”’ The report then speaks of the value of creosote 
as a preservative for ties, but says that in view of the ex- 
pense it may be preferable to use a cheaper process. 

It isthus evident that the item of expense in preserving 


timber is the one which is most likely to influence the 
selection of a preservative, provided the cheaper method 
gives equally good or better results. If it is a fact that a 
number of tbe better preservatives will preserve, it is the 
cheapest of these preservatives and the one most readily 
applied which is likely to meet with favor among 
railrcad officials. It is just here that the claims of woodi- 
line are strong. Equally strong arguments in favor of 
the process are the ease with which it may be applied 
to hard as well as soft woods, and the absence of com- 
plicated and expensive plants for treating the timber, 
which advantages are the result of woodiline’s especial 
penetrating properties. 

We will speak of the matter of expense in the applica- 
tion of woodiline to ties and other timber later. One of 
the points most strongly advanced by those interested in 
the preservative is the fact that although its use has here- 
tofore been limited, it has extended over a period of about 
12 years, during which time the results in those cases in 
which it has been used have been very satisfactory. Ties 
treated by the woodiline process, allhough not so per- 
fectly treated as is now the case, were laid by the Penn- 
sylvania in the yards of the Amboy Division at Cam- 
den, and on the same division near Beverly, N. J., in 
1883, These ties were black oak, and were laid with 
ties of the same material, and of white ocak, but un- 
treated, interspersed among them so as to give the ma- 
terial a comparative test. The points at which the ties 
were laid were selected as about the worst points on the 
division, the location in the yard being especially bad. 
It had been found that the best white oak ties previously 
used in this location in the Camden yards had reached 
from six to eight years’ service ata maximum. But all 
the ties which were treated with woodiline are now 
found to be in very good condition, showing practically 
no evidence of decay whatever. It is this experience 
which has induced the Pennsylvania Railroad to use 
woodiline as a preservative for such ties and timber as 
it subjects to treatment ; the Pennsylvania is not likely 
to take up any preservative which has not sustained the 
claims made for it by its makers. 

The woodiline is applied to the ties used by the Penu- 
sylvania as follows: A large iron tank, shown in the 
accompanying illustration, about 35 ft.. long, 5 ft. 
wide and 6 ft. deep, is built with its top about 2 ft. above 
the surface of thefground. Inside of this tank is coiled 
1}¢ in. steam piping for heating the woodiline placed in 
the tank. The steam for this piping is supplied by a 
small auxiliary boiler stationed fiear by, which boiler 
also serves to drive the engine used in operating the crane 
for lifting tte ties in and out of the tank. Unlike the 
processes used for the application of creosote to wood, 
pressure is not used in applying the woodiline, its par- 
ticular merit lying in the fact that it possesses in itself 
great penetrating power, so great indeed that the ties 
spoken of as having lasted for 12 years were simply 
treated by being coated with woodiline with an ordinary 
brush, the material entering the wood from one-half to 
three-quarters of an inch. 

In treating the ties, which should be well seasoned 
and moderately dry, a bundle of six of them is lifted 
by the crane and placed in one end of the tank, the crane 
at the same time removing a bundle previously placed 
in the other end. The tiesare placed in the bath for from 
10 to 15 minutes, during which time a hard white oak or 
black oak tie will absorb somewhat over half a gallon. 
Not only does the liquid penetrate the pores of the wood 
and act as a preservative, but at the same time it is 
claimed that 1% coagulates the albumen of the sap, form. 
ing a hard resinous substance. Certainly the wood is 
materially hardened by the process. By means of this 
system of applying the preservative a cost of about 15 
cents per tie results, and certain modifications are now 
being introduced by the Pennsylvania, by means of 
which it is hoped and expected that it will become pos- 
sible to treat ties at a cost of 1244 cents. 

The item of expense, however, is not the only advan- 
tage to be considered. An extensive plant for treating 
timber is rarely practicable since the cost of transport- 
ing the timber to and from such a plant is generally too 
high to make such methods of treatment economical. 
The iron tanks, however, such as that used by the 
Pennsylvania, may be easily carried from one place to 
another by simply being taken apart in three or four 
sections, and for that matter their cost is so slight that 
similar tanks could readily be built at several points 
along the line of the road where it would be desirable to 
treat timber. We give herewith plans of the tank at 
Pavonia, N. J. It would, further, be a very easy 
matter to construct a tank on a flat car which 
could draw its supply of steam from the engine, 
and in this way ties could b3 treated wherever it was 
desired. It isof course obvious that in this method of 
treating timber well seasoned ties must be available. 
It is proposed to remove this difficulty by kiln-drying 
the timber and then immersing it in a bath of woodiline 
while it is still hot. In this way a somewhat better pene- 
tration of the preservative will be secured than by any 
other, and the process of artificially seasoning the tim- 
berand then preserving it becomes a simple one. 

Woodiline, like creosote and other such preservatives, 
penetrates softer and inferior woods better than it does 
harder woods. But while in the case of creosote a soft 
wood is almost necessary, the penetrating powers of 
woodiline make it possible to use it with harder and 
closer grained woods, it having been found that they 
readily absorb a sufficient amount of preservative in a 
very short while to render them proof against decay. 

While the best results have been obtained by using 
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woodiline in the way we have just described, it is a fact 
that the application of the preservative while hot, by 
means of a brush, will insure results almost equally as 
good, a fact which has been proved, as we have before 
said, by the ties in the Camden yards. This makes it 
particularly valuable for use on timber wherever it is 
to be used, such as wharfing, piling, posts, etc., the sub- 
stance being taken from place to place in an iron pot 
and simply heated and applied as one would apply ordi- 
nary paint, making any extra carrying of thetimber un- 


necessary. 








The New Freight Car Door of the C. B. & Q. 


In our issue of Dec. 27 we gave the discussion on freight 
car doors and their attachments, which had been held 
at a meeting of the Western Railway Club. Mr. Wm. 
Forsyth, of the Chicago, Burlington & Quincy, gave the 
following description of a door they had found to work 
satisfactorily : 

‘*In our recent work we have decided that the bottom 
rail should be done away with. This illustrates very 
well the importance of co-operation between the differ- 
erent interssted departments in railroadsin establishing 
a standard of this kind. We were working at this ques- 
tion and were looking at it only from the draftsman, or 
shop side, and we made a very good design for a door 
fixture, with a good strong bottom rail, made 2!¢ x }¢ in. 
But when we came to get these into service we found 
that our operating department and the people in the 
yards at the terminals objected and said, ‘that is not 
the right kind of a door; you want to do away with the 
bottom rail.’ Our old door was made with an oak 
frame with wooden panels, and those wooden panels 
were lightly fastened with small nails and were continu- 
ally being punched out. So we decided to use a batten 
door. Then,in looking about for a simple trolley or 

roller for the upper rail, we thought that the simplest 
and cheapest, and probably as good as any, was the kind 
used on the Alton road, and so we adopted that little 
roller which has been used on that road for a long time 
—a small chilled roller with a cast axle on it. The ad- 

vantage of the small roller is that the door, although 
it is a trolley door, has not an anti-friction roller, and it 
is not continually sliding back and forth in shifting. 
In the matter of fixtures for the lock, we decided that 
the staples must be done away with; that burglars were 
continually pulling out staples and getting the car doors 
open. Chains and pins were continually being lost and 
torn off, requiring and replacing, and we wanted to do 
away with that, so we made an eye fastening on the door 
stop which was well secured by screws and bolts, and 
used with that a clasp which combined the pin with it: 
in other words, it was like a hook and this hook had the 
slot in it for the seal.” 

We show herewith the details of the door fixtures, 
those marked C,in the figure being of cast iron, and 
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those marked M, of malleable iron. The followingisa President; G. A. Bell, Vice-President and General Man- 


list of the castings : 8 pieces door hanger; 8 pieces roller ager; E. D. Arnold, Chief Engineer and General Super- 
in door hanger; 18 pieces side door track bracket; intendent, and F. W. Edmunds, Secretary and General 
4 pieces end door track bracket ; 2 pieces end door track Sales Agent. The plant is located on Breaker Island in 
the Hudson River near Troy, where the old company 


had built a plant of three modern furnaces. The site 
affords both water transportation and good railroad 
facilities, allowing the use of Lake Champlain and 
Hudson River ores and the easy shipping of the finished 
product to New England, Central New York, the Hud- 
son River Valley and tidewater. The three blast fur- 
naces erected by the old company are each 80 ft. high, 
supplied with hot blast by 12 Whitwell stoves, seven 
vertical, 42 x 84 x 60, blowing engines being employed. 
Water tube boilers are installed, furnishing steam for 
3,500 H. P. 

About 300 ft. south of the blast furnaces are located 
the new cupola and converting works. The extractor 
building is 100 ft.south of the converting works, and 
25 ft. further south are the buildings for the furnaces 
and for the blooming mill. West of the latter, and 
about 50 ft. from it, is the boiler house, 130 ft. x 80 
ft.,and near it are the engine house and machine shop 
buildings, together with a new two-story office. 

The converting works are in a steel building 88 ft. x 
122 ft. It will contain three 15-ton converters, two 50- 
ton electric traveling cranes, three iron cupolas and two 
spiegel cupolas. Two mixers of 150 tons capacity each 
J are located just outside of the cupolas. The extractor 
a Menton 5% ; building will contain two independent strippers, each 
B%" capable of extracting 1,000 tons of ingots per day. The 
Oe ae ee <. kK furnace building will contain two soaking pit furnaces, 

Wrlaon = 
ier : supplied by four gas producers, which will also contain 
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t+ oe lis 9 two 10-ton electric cranes. 
q te — Os The blooming mill will consist of one two-high 35-in, 
c rem | | li Me" J ws| reversing train, operated by two 42-in. x 60-in. reversing 
(a { x ¢ .& engines. Alongside of the blooming mill there will be a 
ee re ate ; jwonr | “eeere} —-21-in billet mill. There will also be two shears, one hy- 
= eS <e— draulic and one geared. The former will be capable of 
| RY cutting 12-in. x 12-in. blooms. The geared shears will 
te yp omar, 9 cut slabs up to 21 in. wide and 4 in. thick. A billet con- 
aS i veyor of modern type will be provided for handling the 
». nn as be Sia billets. The blooming mill building will be 260 ft. long 
aries IND DOOR BOTTOM GUIDE and 71 ft. wide, having a 20-ton overhead electric crane. 
= The boiler house will be of steel and brick 130 ft. x 80 


End Door—C., B. & Q. R. R. ft., containing twenty 250 H. P. boilers, built for 150 lbs. 
; : 3 : ? They will be supplied with mechanical stokers. The 
bracket ; 4 pieces side door bottom guide; 2 pieces side }yilding will be arranged for overhead coal storage, a 
door bottom guide; 4 pieces end door bottom guide; bucket conveyor being used. There will be tunnels built 
2 pieces door hasp, malleable ; 2 pieces door hasp hanger, nder the boilers, and cars will be run through them to 
malleable: 2 pieces staple for door hasp, malleable; 4 yeceive the ashes. The two stacks will be of steel lined 








pieces door handle; 2 pieces door stop. with brick, and will be 8 ft. diameter in flue and 150 ft. 
F high. 
The Basic Plant of the Troy Steel Company. The engine house building, which is north of the 





boiler house, will also be of steel and brick, 150 x 50 ft. 
It will contain one double tandem compound blowing 
engine, with 28 in. high pressure cylinders and 50 low 


The Troy Steel Company has been organized to suc- 
ceed the old Troy Steel & Iron Company, of Troy, N. Y. 
The officers of the new company are F. S. Witherbee, 
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Details of Freight Car Door Fixtures—Chicago, Burlington & Quincy. 
The Parts Marked “C” are Cast Iron; Those Marked “ M” are Malleable Iron. 
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pressure cylinders, 60-in. air cylinders and a 60-in. 
stroke. This building will also contain *hree large 
compound hydraulic pressure pumps, three Baker boil- 
ers driven by a 150 H. P. compound engine, and three 
6844 K. W. multipolar generators direct connected to 
three 150 H. P. tandem compound engines. 

The machine shop building will be of steel and brick, 
having a main building of 35 ft. x 50 ft., and two wings 
40 ft. x 60 ft. each, the latter to be used for blacksmith 
and carpenter shops. The machine shop will be fitted 
with a 12-ton overhead electric traveling crane for hand- 
ling heavy machinery. Just east of the engine house 
will be located a cold water plant consisting of one 
triple expansion seven million gallon duplex pumping 
engine and one compound three million gallon duplex 
pumping engine, also a 3,000 H. P. independent con- 
denser. These pumps and the condenser will be placed 
in a brick well, cemented up to make it! water tight. It 
is below the level of the river so as to facilitate the 
pumping of water at all times. It is intended to supply 
water for the entire works, including the blast furnaces, 
with the seven million gallon high duty pumping engine. 
The three million gallon engine and five other one mill- 
ion gallon pumping engines, which are located at the 
blast furnaces, will be used as a reserve. The independ- 
ent condenser will be arranged to take care of all the 
engines in the boiler house. In addition to the above, 
there will be three limekilns and one dolomite kiln so 
arranged that they can be charged directly from the 
cars. North of these will be located the oven house, ar- 
ranged for the manufacture of dolomite brick. 

The electric traveling cranes in the converting works 
wili make it possible to charge the vessels from the front, 
although it will be possible to charge them from either 
the front or the back. The ingots will be cast directly 
on cars, being takendirectiy to the soaking pits. The 
estimated capacity of the works is 700 tons of basic steel 
per day. 

Thejwork is going on rapidly, all the principal founda- 
tions are completed and a number of the buildings are 
under roof. A great deal of machi.ery has already been 
received. 

We are indebted to the Zron Age for the material used 
in the above description. 





TECHNICAL. 





Manufacturing and Business. 

The American Steel Casting Co at Alliance, O., is 
building a large addition toits plant. The new build- 
ing, which is of steel and iron, will cost $100,000. It is 
to be equipped with two electric traveling cranes by the 
Morgan Engineering Co., of Alliance. The new addition 
will allow the company to increase its working force to 
nearly 600 men. 

Extensive additions are being made to the plant of 
the Brown Hoisting & Conveying Machine Co., Cleve- 
land, O., and the shops at present are running on double 
time. The company has on hand contracts for six coal- 
handling plants, as noted in the Railroad Gazette last 
week. Each machine will have a capacity of easily hand- 
ling 3,000 tons of coal in 10 hours from cars to boat. Be- 
sides the above work the company has large contracts 
for its coal and ore handling machinery and for its 
regular crane work. 

The Vulcan Iron Works, of Toledo, O., are preparing 
to manufacture a new dredger designed by Mr. James 
Kewley, head blacksmith of the works. His object was 
to devise a machine that would dig a straight ditch, 
leaving the side walls perpendicular. His machine is 
described as having two horizontal arms, supporting the 
perpendicular arm to which is attached the scoop. The 
latter, instead of working at right angles with the main 
arm, is drawn toward the operator. The bail of the 
scoop is fastened to the inside of the scoop, thus making 
the outside perfectly smooth. The main arm and the 
shorter can be swung at an angle with the machine 
allowing a parallel ditch to be dug in the same manner. 
A patent for this device has been granted. 

Mr. W. J. Holman, of Minneapolis, who for some time 
has been experimenting with a locomotive with two 
pairs of trucks under the driving wheels, which, accord- 
ing to his idea, will increase its speed, has organized the 
Holman Locomotive Speed Truck Co., with himself and 
his son as incorporators. 

A fire at the Michigan Peninsular Car Works on Jan. 16, 
last destroyed the car wheel works of the plant, causing 
a loss of about $35,000. The wheel foundry of the Detroit, 
Grand Haven & Milwaukee road was also destroyed. 

The stockholders of the Junction Iron and Steel Co. 
ata meeting held at Wheeling, W. Va., on Jan. 16, 
elected the following directors: Henry K. List, James 
W. Paxton, David Gutman, J. J. Holloway, M J. 
Urquhart, A. S. List and George A. Dean. Owing to 
the illness of President Priest he declined re-election, 
and M. J. Urquhart was elected President and General 
Manager, and George A. Dean, Secretary and General 
Superintendent. 

The Bertin Iron Bridge Co. has just completed for the 
Ansonia Brass & Copper Co. a new boiler house 65 ft. x 
142 ft. The side walls are of brick, and the roof is en- 
tirely of steel, covered with the Berlin Company’s anti- 
condensation corrugated steel. 

The American Audible Block Signal Co., of ;Buffalo, 
N. Y., has been recently organized with the following 
incorporators: President, Frank 5. McGraw; Vice-Pres- 
ident, Arthur D, Bissell; Secretary and Treasurer, C. W. 
Hammond, all of Buffalo. The signal controlled by 


the company is in use on the Chicago & Eastern Illinois 
road, and its application on this road was described in 
the Railroad Gazette of Nov. 8, 1825. 

The Garlock Packing Co., of Palmyra, N. Y., with 
branch offices in New York, Boston, Chicago, Philadel- 
phia, Pittsburgh, Omaha, St. Paul and Rome, Ga., re- 
port that their business for the year 1895 was the most 
prosperous in the history of the company. Their sectional 
ring, elastic ring, spiral and special water packings, 
are coming into general favor with engineers in all sec- 
tions of the country. Their new waterproof hydraulic 
packing is especially adapted for high-pressure pumps, 
hydraulic machines and pumping statiois. They have 
recently placed in the market a high pressure packing 
intended for high-pressure work on locomotive, station- 
ary and marine engines which is desigued and made to 
insure long services. Engineers whoare unfamiliar with 
the products of the Garlock Packing Co. can obtain 
samples, catalogues, and prices by addressing the near- 
est office. 

In Chicago last week Charles E. Kimball, of New York, 
bought 2,300 Hicks stock cars at foreclosure sale. The 
amount of his hid was $630,000. The cars were formerly 
the property of the Hicks Stock Car Company. Last 
November, a judgment was entered against the com- 
pany for the sum of $1,341,000, under a bill of foreclos- 
ure, filed by the Ruilway Equipment Company, which 
furnished the cars. Mr. Kimball is one of the receivers 
of the St. Louis, Chicago & St. Paul. 

New Stations and Shops. 
The Concord & Montreal proposes to obtain, by right 
of eminent domain, valuable land at Concord, N. H., for 
new shops. 

The New York Central & Hudson River road is to build 
anew roundhouse at Niagara Falls, N. Y., near the 
present structure. Contracts have been let, but work 
will not be begun until March. The roundhouse will 
have stalls for 24 locomotives and will be built of brick 
and iron. 

T. C. Thompson & Co. have been awarded the contract 
for building the car wheel plant to be built by N. S, 
Bouton, of Chicago, at Birmingham, Ala. Work on the 
construction of the buildings is to start at once. They 
will cost about $12,000. The pits and foundations will 
cost about $8,000 more. This will make the total cost of 
the plant, outside of machinery, $20,000. The buildings 
are to be completed by May 1, and the plant is to be run- 
ning at that time 60 tons of iron a day, employing 60 
men. 

Repair shops are being built by the Plant System at 
High Springs, Fla., for the High Springs Division. 

The city of London (Ont.) has voted a bonus of $100,000 
to the Grand Trunk if it will put up car shops there to 
employ 300 men. A provisional agreement was made 
with the road last month. 

The Nashville (Tenn.) Chamber of Commerce and the 
City Councils are moving to secure the early construc- 
tion of the long-talked-of Union railroad station. The 
railroad companies have purchased a $500,000 site, and it 
is the intention to erect a $750,000 building. The im- 
provements will involve the bridging of two streets. 

The Southern Railway is to build a new roundhouse 
at Burlington, N. C. 

The Seaboard Air Line is building a large freight house 
at Atlanta, to cost $75,000; it is for the joint use of the 
S. A. L. and the Nashville, Chattanooga & St. Louis. 

The Ohio River Railroad Company is building at 
Parkersburg, W. Va., a shop for the repair and manu- 
facture of passenger cars, 180 x 80ft. It will be ready 
for use within a few weeks. A complete new apparatus 
for coal handling is also under way at the same place. 

Iron and Steel. 


A bill has been filed in the Superior,Court at Chicago 
asking for a receiver for the Calumet Iron and Steel 
Company, of South Chicago. The complainauts are 
Charles Pope, John B Wilson and Freeman P. Roache. 
The Calumet Furnace Company and Columbus R. Cum- 
mings are made defendants. The complainants allege 
that, in pursuance of a scheme to defraud the stock- 
holders, the Calumet Furnace Company was organized, 
and the plant of the Calumet Iron and Steel Company 
leased to it without the consent of the stockholders 
The court is asked to cancel the lease, appoint a receiver, 
decree a dissolution of the company, and order an 
accounting. 

Interlocking. 
The National Switch & Signal Company has recently 
completed a ten-lever plant at the intersection of th2 
Evanston Division of the Chicago, Milwaukee & St. Paul 
and the North Chicago Street Railway, at North avenne, 
Chicago. This plant covers in a very complete manner 
the protection of the crossing of the electric road and 
the steam road, derailing switches being used on the C. 
M & St. P. tracks: 1d Scotch blocks and automatic ap- 
paratus for cutting out current on the electric road. 

The National Switch and Signal Company has been 
awarded the contract for a 68 lever interlocking machine 
for the Southern Pacific Company, near Los Angeles, 
Cuil. This makes the fourth plant ordered from the 
National Company by the Southern Pacific within the 
last two months. 

Car Coupler Litigation. 
A preliminary injunction iz favor of the Gould Coupler 
Company and against the Trojan Car Coupler Company 
was granted Jan. 16 in the United States Circuit Court 





for the Northern District of New York. The Trojan 
Company is enjoined from making, selling or using 
couplers embodying the Browning patent as covered in 
patent No. 254,106, and isa result of the decision rendered 
by Judge Coxe, reported and discussed recently in our 
columns. The injunction makes, however, certain im- 
portant exceptions. It does not extend to couplers to be 
delivered by the Trojan Company in fulfillment of 
orders or contracts already taken or existing, which are 
to be filled within six months; nor does it extend to 
couplers now manufactured and on hand in the defend- 
ant’s possession over and above those that may be 
required to fill these existing orders or contracts. 
Furthermore, the Trojan Company is not enjoined from 
the sale of repair parts, other than drawheads, for Trojan 
couplers now in use. 

Low Water in the Lakes. 
The House Committee on Rivers and Harbors has re - 
ported favorably a resolution calling upon the Secretary 
of War for an estimate of the cost of making asurvey of 
the outlet of Lake Erie, at the head of Niagara River; of 
the outlet f Lake Huron at the head of St. Clair River, 
and of the outlet of Lake St. Clair, at the head of 
Detroit River. These examinations are to be made with 
a view to the construction of such dams, jetties, locks 
and other works as may be necessary to prevent the sub- 
sidence of waters of the lakes. 

Pig-Iron Preduction. 

The production of pig iron in the United States, which 
until recently had been steadily increasing ever sire? 
June 1, 1894, has begun again to decline. At the begin- 
ning of June, 1894, the capacity per week of the various 
furnaces was, in gross tons, 62,517. There were then 88 
furnaces in blast. The production increased, although 
not uniformly, until Nov. 1, 1895, at which time 239 
furnaces were in blast, and the weekly capacity in gross 
tons of these furnaces was 217,306 tons. One month later, 
however, on Dec. 1, although there were 242 furnaces in 
blast, the weekly capacity had fallen to 216,797 tons, and 
on Jan. 1, 1896, a still further drop was noted, the 
weekly capacity then being 207,481 tons. On Jan. 1 
there were 241 furnaces in blast. These figures are re- 
ported by the Jron Age. 

The Bulletin of the American Iron and Steel Associa- 
tion says: ‘‘ The total production of pig iron in 1895 was 
the largest in our iron-making history, amounting to 
9,446,308 gross tons, against 6,657,388 tons in 1894, 7,124,502 
tons in 1893, 9,157,000 tons in 1892, 8,279,870 tons in 1891, 
and 9,202,703 tons in 1890. The production in 1895 was 
2,788,920 tons, or nearly 42 per cent. more than in 1894, 
and %43,605 tons more than in 1890, when our largest pre- 
vious prod uction was attained. All the large pig-iron 
producing states shared in the greatly increased produc- 
tion in 1895o0ver 1894. As might be expected, the most 
notable increase was in Pennsylvania, which produced 
49.76 per cent. of the total production, Allegheny County 
alone producing 2,054,585 tons. The production of Bes- 
semer pig iron in 1895 was 5,623,645 tons, against 3,808,567 
tons in 1894, an increase of 1,815,128 tons. The great in- 
crease in the total production of pig iron in 1895 over 
1894 was largely caused by the extraordinary demand for 
Bessemer pig iron, which demand was in turn chiefly 
caused by the extraordinary demand for structural steel. 
The stocks of pig iron which were unsold in the hands of 
manufacturers or their agents on Dec 31, 1893, and 
which were not intended for their consumption, 
amounted to 662,068 gross tons, and on Dec. 31, 1895, they 
amounted to 444,332 tons. 








THE SCRAP HEAP. 


No‘es. 
The wheel foundry of the Michigan Peninsular Car 


Works, at Detroit, was burned on Jan. 17. Loss about 
$35,009. The building was 240 ft. wide x 400 ft, long, and 
it contained 1,500 car wheels. 

Governor O’Ferrall, of Virginia, has vetoed the bill to 
incorporate the Basic City, Bridgewater & Piedmont 
Electric Railway Company His ground for refusing 
his signature was a provision authorizing the company 
to lay its track along county roads simply upon getting 
the consent of Boards of Supervisors. 

Two professional divers have been put to work by the 
Carnegie Steel Co. fishing out about 1,700 tons of steel 
rails from the bottom of the Monongahela River at Brad- 
dock. The rails were on two barges which sank a few 
weeks ago when the river rose and an attempt was made 
to start the loads down stream. The divers receive 50 
cents for each rail saved. 

A freight train of the Plant System was boarded by 
five tramps near Archer, Fla., on the night of Jan. 3, and 
when a brakeman soon afterward ordered them off they 
resisted and opened fire with their revolvers. Two brake- 
men were killed, the conductor was badly wounded, and 
the tramps got away. A brakeman was killed by 
tramps on the same division a few days before this. 

A Missouri Pacific freight train was held up by five 
masked robbers at Nassau, Mo., on the night of Jan. 15, 
and the trainmen robbed of their wages, which they had 
just received. The conductor of the train was shot and 
severely wounded by one of the robbers. Two days later 
a gang of bandits was broken up in Cedar City, Mo., and 
four of them were the robbers who held up the Missouri 
Pacific train. The leader was shot and killed. 

The Railroad Commissioners of Connecticut have ac- 
cepted the plans for changing the grade of the New York, 
New Haven & Hartford Railroad through the city of 
Bridgeport, recently agreed upon between the railroad 
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and the city officers, as was provided for under the law, 
but a protest was presented by a citizen of Bridgeport 
alleging that the city had no right to expend money in 
this way, and it is understvod that the legality of the 
arrangement for sharing the cost will be tested in the 
courts before work is begun. The reports state that 
a subscription is to be taken up to pay the expenses of 
the legal contest. 


Dinner of R. P. I. Alumni. 

The annual dinner of the Alumni Association of the 
Rensselaer Polytechnic Institute was held at the Hoff- 
man House, New York City, last Friday night There 
was a large attendance, including some of the most 
eminent engineers of the United States. The speakers 
were Mr. J. H. Peck, President of the Rensselaer Pcly— 
technic Institute ; Prof. P. C. Ricketts, Director of the 
Institute; Mr. Thomas Curtis Clarke, President Ameri- 
can Society of Civil Engineers; Mr. Henry G. Prout, 
Mr. Charles Macdonald ; Prof. W H. Burr, of Columbia 
College, and Mr. Joseph Howard, Jr, President of the 
New York Press Association. 


Report of New York Central Detective. 

The Chief Detective of the New York Central & 
Hudson River Railroad has given the newspapers the 
following summary of his annual report for the last 
cilendar year: 

Arrests, 2,098; convictions, 1,779; sent to state prison, 
17; sent to penitentiary, 393; sent to jail, 900; sent to re- 
formatory, 27; fined and fines paid, 196; sentences 
pct 246; turned over to outside officers, 4; escaped 
from jail before trial, 4; out on bail as a witness 1; held 
for the Grand Jury and not disposed of, 19; discharged, 
231. Total amount of stolen property recovered, $5,227. 


Old Dominion Steamer Launched. 

The twin screw steamer Hampton Roads, which is 
being built by the Harlan & Hollingsworth Company 
for the Old Dominion Line, was launched at Wilming- 
ton, Del., on Jan. 14. The dimensions of the vessel are: 
Length, 150 ft.; beam, 25 ft., and depth of hold, 12 ft. 
It is expected that the boat, which will ply on the James 
River and in the Norfolk (Va.) harbor, will attain a 
speed of 16 miles an hour. 


The Grand Trunk Coal Ord 'r, 

Charles M. Hays, General Manager of the Grand Trunk 
Railwuy, has issued a circular asking for bids on soft coal. 
The requirements and places of delivery are as follows: 
Portland, 30,000 tons gross; Chaudiere Junction, 12,000 
tons gross; Montreal, in company’s coal yard, 70,000 tons; 
Montreal, at company’s workshops, 10,000 tons; Montreal, 
20 00° tons: Brockville, 36,000 tons net; Detroit. D. & M. 
slip, 25,000 tons net: Detroit, G. T tracks, 35,000 tons; 
Suspension Bridge, International Bridge or Port Dover, 
430,000 tons net. 


Tests of Mail Catchers. 

Theapparatus for delivering mail bags to moving trains 
and receiving bags from moving trains, invented by Mr. 
N. H. Fleming, wastested near Ellwood Junction, Pa.,,on 
the Erie & Pittsburgh road, Jan. 17, by a committee of 
officers of the Post Office Department from Washing- 
ton. This catcher has been designed with a view to 
simplicity and cheapness. It does not grasp the sacks 
at the center, but catches them by means of iron rings. 
In this test two bags holding 50 lbs. each were taken 
up successfully, and there was one test with still heavier 
bags at 45 miles an hour. A successful test was made 
with the train running at 60 miles an hour. 

We understand that the committee from Washington 
is testing a number of devices of this class. The Ayars 
device was tried on the Philadelphia, Wilmington & 
apace and the Winsor on the Jamestown & Lake 
trie. 


Blacklisting. 

Press dispatches report that a verdict for $1,750 has 
been rendered against the Florida East Coast Railway 
in the United States Circuit Court in Jacksonville, Fla., 
for blacklisting W. E. Willets. Willets was a con- 
ductor on the road, and, being offered a better position 
on the South Florida, he left the East Coast on two days’ 
notice, but in three days was discharged. He learned 
that he was discharged because Superintendent Goff, of 
the East Coast Road, had sent a circular letter to the 
officials of other Florida roads asking that Willets be 
not employed. 


Tax on Express Companies in Indiana. 


At Indianapolis, Dec. 21, the Supreme Court reversed 
the decision of Judge Brown in the express company tax 
case. The opinion, written by Judge McCabe, holds that 
the act of 1893, directing how the express companies shall 
be taxed, is constitutional. Originally there were three 
suits, afterward consolidated into one, brought by the 
State ayvainst the Adams, the American and the United 
States ey oer Companies, to compel the payment of 
taxes for the years 1893 and 1894. The tax sued for by the 
state was laid at so much a mile on the ‘‘ routes” cf the 
companies in Indiana. Before the passage of this law 
the taxes had been assessed upon the real and personal 

roperty of the companies and upon their gross receipts, 
The companies contended that the ‘‘route” of an ex- 
press company, over which it owns neither the road nor 
the cars, is ee pene re The lower court held this de- 
fense to be good. 

The Supreme Court, in taking the opposite view, holds 
that in order to get at the true value of the property in 
question it was necessary to consider it all as a whole, 
and as a unit, rather than as separated property broken 
into fragments. The Court say; that common sense and 
general knowledge teach that the length of a route, such 
as that involved, has a direct bearing upon the earnin 
capacity of the property employed in the business, an 
the earning capacity of a property hasa direct bearing 
upon its true value.— St. Louis Globe-Democrat. 


Promoting Railroads in England 50 Years Ago, 


Fifty years ago last Saturday the railway mania in 
this country was at its height. It was the golden time 
for promotors, solicitors, counsel, veces nag | agents, 
surveyors, land agents and owners of property. ay 62 
railway bills represent the total of next session’s work 
in that sphere of enterprise, but on November 30, 1845 
the last day for receiving notices, the number exceede 
800. That el the 30th happened to fall on a Sunday. 
Up to the Saturday evening only some 200 lodgments 
hud been made, so that there remained to be deposited 
on the Sunday 600 sets of plans of new projects. It 
was determined that the Board of Trade office should 
remain open. It must not be supposed that the deposit 
of the bills had been put off through wantonness or 


negligence. The amount of work was so enormous that 
it was oaly by extraordinary effort that the plans could 
be finished within the latest limit. Not only were 


solicitors, Parliamentary agents and surveyors worked 
day and night for weeks previously, but the 


printing and lithographic establishments were at 





their wits’ ends to cope with the extraordinary 
strain upon their resources. Employees were not 
allowed to leave the offices, and were permitted only 
snatches of sleep between the intervals of working. One 
firm alone brought over 400 lithographers from Belgium, 
and was still unable to complete all its contracts. Post- 
horses and express trains to bring to town the plans pre- 

ared in the country were sought all over the two king- 

oms. Some railway companies refused to provide ex- 
presstrains fcr rival projectors. In one case the pro- 
moters were only able to get their plans to town by ar- 
ranging for the carriage of a coffin with funeral acces- 
sories. Special express trains came from all parts. One 
train is said to have traveled 118 miles in an hour and a 
half.—7ransport. 


Trains Must be Run, Regardless of Cos‘. 


The Supreme Court of Illinois at Sengteld, Jan. 17, 
decide 1 the case of the people against the St. Louis, Al- 
ton & Terre Haute Railroad in which the order of the 
State Railroad Commissioners is sustained. During the 
fall of 1893 the people along the line of the road, w ich 
runs 50 miles between Eldorado «nd Duquoin, filed a 
complaint with the commission, that the mixed train 
was insufficient for the transportation of passengers. 
The commission ordered the road to operate a daily pas- 
senger train The road refused to comply and the com- 
mission instituted proceedings for a mandamus. The 
trial resulted in a dismissal of the petition for man- 
damus, and an appeal was prosecuted in the Supreme 
Court, which now reverses the judgment of the Circuit 
Court of Franklin County, where the case was tried. 
The point of the decision is that reasonable service was 
not performed by running one train for the joint service 
of freight and passenger traffic. 


South American Notes. 

The report of the Peruvian Corporation, Limited, for 
the year ending June 30, 1895, shows a net profit of 
$107,155. The net receipts of the railroad properties of 
the corporation, however, amounted to $487,160, being 
the largest since the organization of the Peruvian Cor- 

oration, with the exception of the year 1891-92, and were 
it not for the decline in Peruvian silver currency from 
an exchange value of 64 cents in 1891-92 to 49 cents in 
1894-95 the net result last year would have been up to 
high-water mark. An important arrangement is an- 
nounced whereby the La Paz Railroad, from Lake 
Titicaca to the city of La Paz, Bolivia, will be operated 
under a lease as soon as built by the corporation’s 
Southern Railway of Peru. This will introduce a sharp 
competition for Bolivian traffic with the Antofagasta 
& Bolivia Railroad, which now reaches to within 60 
miles of La Paz from the South. 


Another Wiggins Ferry Suit. 

In the United States Circuit Court at Springfield, I11., 
Dec. 3°, Judge Allen rendered a decision in the case of 
William King et al. vs. the Ohio & Mississippi Railroad 
on the intervening petition of the Wiggins Ferry Com- 
pany, which practically gives the railroad company a 
victory. This case has been before the United States 
Court for the Southern District of Illinois and also the 
United States Supreme Court and involves a large sum 
of money. Itis concerning the construction of the con- 
tract of April, 1858, between the Wiggins Ferry Com- 
pany andthe Ohio & Mississippi. The Court substan- 
tially holds that the contract had_exclusive reference to 
ferrying: that the completion of the St. Louis Bridge in 
1874, not having been contemplated when the contract 
was entered into, enabled the railroad to use it in trans- 
porting freight and passengers without any breach of 
the ferry contract. 


Street Railroad Taxation. 

The Supreme Court of Connecticut has rendered a de- 
cision, in a case which arose in New Britain, which nul- 
lifies the law that makes the decisions of the Superior 
courts final in all questions concerning municipal regu- 
lation of street railroads. It is held that the right of 
appeal to the highest court is a constitutional right. 
The present decision also holds that an express grant, by 
the state, of the right to lay rails in a street, cannot be 
revoked by any action of the municipal authorities, 
though the latter may ‘‘ modify” the plans. It appears 
that New Britain attempted to tax certain new street 
railroad tracks very heavily, to make up for insufficient 
taxation on older lines belonging to the same company : 
thisis declared illegal. The question of the additional 
servitude on highways where a railroad is laid, entitling 
abutting land owners to damages, was not decided. In 
matter of taxation the decision is held to favor the right 
of municipalities to levy reasonable taxes. There isa 
state tax which might be held to be in lieu of all other 
taxation, but the court virtually allows a city to exact 
annual payments from the railroads for the mainten- 
ance of streets. 


That Old Pullman Lawsuit. 

In the United States Circuit Court at Philadelphia, 
Jan 13,an opinion was delivered dismissing the exceptions 
to and confirming the report of the Master in the suit 
of the Central Transportation Company against the 
Pullman Palace Car Company. nder the finding 
there is an award of $2,552,000 and 11 years’ interest in 
favor of the Central Transportation Company. The 
suit was brought by the Central Company to recover 
rentals. and it has been in litigation for many years, 
The Master was appointed in pursuance of the opinion 
filed Dec. 18, 1896, to ascertain the value of the property 
transferred and the amount of its earnings. The Master 
found the value to be $2,552,000, and reports that no 
estimate of earnings can be made from the data fur- 
nished, and that the Pullman Company failed to produce 
—though requested to do so—evidence 1n its possession. 
The case will be appealed to the higher court. 








CAR BUILDING. 


It is reported that the Quebec Central has ordered 100 
new 25-ton box cars. 

The Michigan-Peninsular Car Company has an order 
from the Duluth, South Shore & Atlantic for 5(0 gon- 
dola cars, designed to carry either ore or timber. 

The Overland Fruit Dispatch has just closed a con- 
tract with the Madison Car Co. for 100 refrigerator cars 
of the Lorenz patent. The cars are to be 36 ft. long, and 
are to be equipped with Westinghouse air-brakes. 

The Bay Terminal road at Toledo, O., is to purchase 
new rolling stock and motive power, and for this pur- 
pose the capital stock of the company has recently been 
more than doubled. It operates a belt line at Toledo 
~ freight traffic, and is controlled by the Standard Oil 
20; 








LOCOMOTIVE BUILDING. 


The Cincinnati, Jackson & Mackinaw is in the market 
for five freight engines, 


The Buffalo Creek road has given the Brooks Loco- 
motive Works an order for three 20 in. x 24in. six-wheel 
switching engines. 

Six new locomotives are being constructed at the 
Juniata shops of the Pennsylvania for the Philadelphia 
Division passenger service. 








BRIDGE BUILDING. 


Allenwood, Pa.—The new bridge, spanning the river 
between Allenwood and Dewart. is ashe. for travel. 

Steps are being taken to have the small bridge over 
the Jordan creek south of the Lehigh Valley station 
widened. 


Annapolis, Md.—A bill has been introduced in the 
State Senate to provide for the more perfect construction 
and maintenance of the roads and bridges in the state, 
by the establishment in each county of a board of high- 
ways and bridges. 


Auburn, Me.—Press reports state that the hearing 
concerning the petition for a bridge over the Andros- 
coggin River, near the Maine Central Railroad bridge, 
has been postponed to May 8. 


Baltimore, Md.—It is said that the Baltimore, Middle 
River & Sparrow’s Point Electric Railroad is about to 
build a bridge 1,400 ft. long on the branch road which it 
intends to build between Back River and Middle River. 
The contract for this work has not yet been let. 


Berlin, Ont.—The Grand Trunk proposes to do away 
bate one of the bridges at Berlin, Ont , and build a new 
ridge. 


Buffalo, N. Y.—Bids were opened on Jan. 26 for a 
bridge over the railroad tracks at Franklin street. 


Cheyenne, Wyo.—The County Commissioners of 
Laramie County have decided to build an iron bridge 
over the Platt River at Hartwell, and Jan. 10 awarded 
the contract for the same to the Wrought Iron Bridge 
Company, of Kansas City. The bridge will be 360 ft. 
long, with 12-ft. roadway. It will cost about $3,420. 


Chillicothe, 0.—the wooden 3-span Howe truss bridge 
over the Scioto River at this place was burned on Dec. 
23. The bridge was one of the old-style covered bridges, 
each span being 154 ft. long. The bridge will be replaced 
by an iron or steel structure, and the County Commis- 
sioners have advertised for bids until Feb. 4. P. W. 
Brown, County Auditor, should be addressed. 


Cleveland, O.—The vridge which it is proposed to 
build o7er the tracks of the Lake Shore and the Cleve 
land & Pittsburgh at Seneca street will be a wooden 
truss, 160 ft. long. An inclined approach, also of wood, 
400 ft. long, is included in the plans. 

Ata meeting of the Republican Club of the Thirty- 
sixth Ward, held Jan. 14, it was resolved unanimously 
to oppose the$ bonding of the city for the proposed 
bridge at Willett street. 


Columbus, 0.—It is reported that bids will be re- 
ceived until Jan. 30 for a bridge over the Olentaingy 
River in Clinton township, Franklin County. The 
— Auditor, N. H. Halliday, should be addressed 
as above. 


Cumberland, Md.—The West Virginia Central & 
Pittsburgh Railroad has agreed with the city of Cumber- 
land to build a steel highway bridge over the company’s 
tracks at Johnson street in Cumberland. The bridge is 
to be begun just as soon as the city shall have completed 
the necessary grading for the approaches. 


Delta, Pa.—A movement has been inaugurated, hav 
ing for its object the bridging of the Susquehanna at 
Peach Bottom, thus giving the people of Lower York 
County additional advantages. 


Detroit, Mich.—The Senate Commerce Committe. 
will grant a hearing On the proposition to erect a bridge 
across the Detroit River at Detroit, Mich.,on the 30th 
inst , at Washington, D. C. 


Dixon, I1l.—Proposals will be received until Jan. 29 
for building a bridge over Seven Mile Branch. The 
bridge will be in two 60-ft. spans of steel and iron. 
William W. Kent, Town Clerk, as above, should be ad- 
dressed. 

East Liverpool, Ohio.—A mortgage for $130,000, 
given by the East Liverpool Bridge Co., which is to build 
a bridge across the Ohio River at this point, mention of 
which was made last week, to the Union Trust Co., of 
Pittsburgh, Pa., has heen filed for record inithe counties 
of Columbiana, O., and Hancock, W. Va The mortgage 
covers the bonds issued by the company, which were 
taken by the Trust Co. on Jan. 15. 


Elkton, Md.—The new bridge over Big Creek near 
Bestes farm was accepted Jan. 16, by the County Com- 
missioners. The contract price was $2,975. 


Fernadina, Fla.—It is reported that the County 
Commissioners of Nassau County have decided to build 
a drawbridge across the Amelia River. 


Golden, RB. C.—F. W. Aylmer, Golden, B. C., is pre 
paring plans for the new Kicking Horse bridge. The 
British Columbia Government promised to erect a 
double-track bridge which would accommodate the 
Canadian Pacific traffic as well as vehicles and foot pas- 
sengers This is now thought to be too expensive a 
bridge for the traffic it would carry, and the present idea 
is to have a single-track bridge which would be wide 
enough for vehicles, and which would be closed to 
vehicles when a train was passing over. 


Green Bay, Wis.—We noted recently the opening of 
bids for this bridge. The contract has been awarded 
to the Lafayette Bridge Co., of Lafayette, Ind, for 
$3,875. It is a 160-ft. steel draw span crossing the East 
River at Monroe avenue. 


Hallettsville, Tex.—Three bridges are to be built 
in Lavaca County. Bids for the same were opened 
on Dec. 19. The contract for all three bridges was 
awarded to the Penn Bridge Co., of Beaver Falls, Pa., at 

Harrisburg, Pa.—The court has confirmed the report 
of the receivers recommending the replacing of the 
present bridge over Beaver Creek, in West Hanoverand 
Lower Paxton townships, with a structure 12 ft. wider 
and 1 ft higher. 

The Supreme Court has granted a supersedeas asked 
for bythe No:thern Central Railroad, whi h prevents 
the Harrisburg & Mechanicsburg Electric Railway 
fr»m beginn‘n * work on their bridge c ver the Northern 
Central tracks at Riverton. 

Houston, Tex.—Those interested in the building of 
the Sampson street bridge have laid the plans and speci 
fications before the Secretary of War. The bridge will 
probably be built. 
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Leavenworth, Kan.—Bids were received for a bridge 
near Hobey’s Farm in Kickapoo township on Jan. 5. 
The contract was awarded to J. S. Grist, of Tonganoxie, 
Kan., at $165.50. Bids were also opened for a bridge in 
High Prairie township, the contract for which was 
awarded to the Missouri Valley Bridge & Iron Works, 
of Leavenworth, Kan., for $590. 


Lehigh Valley.—The three trestles on the Bowman’s 
Creek branch have been filled in and the banks have 
been widened in various places; a new three-span iron 
bridge has been substituted for the wooden trestle across 
Bowman's Creek at Noxen; a new two-span iron bridge 
has been erected in place of the trestle at Beaver Run. 


Lewiston, N. Y.—Senator Ellsworth, Jan. 16, intro- 
duced a bill in the legislature to incorporate the Lewis- 
ton Connecting Bridge Company, to construct a bridge 
from the east bank of the Niagara River, in the town of 
Lewiston, to some point in Canada. It is reported that 
surveys have already been made here and on the Cana- 
dian side for a bridge at this place, the Canadian ter- 
minus being Queenston, Ont. Several electric roads are 
supposed to be interested in the project. There are 
other charters already granted for a bridge at this point, 
and now held by both Canadian and American com- 
panies. 

Lexington, Va.—The Norfolk & Western Railroad 
has a large force of hands at work erecting a new bridge 
over James River at Natural Bridge station to replace 
the old bridge, which is too light for the heavy traffic of 
the line. 

London, Ont.—The Grand Trunk will widen the over- 
head bridge at the Wharncliffe Road in London, Ont., 
the city paying part of the expense. 


Meadville, Pa.—In his recent annual message Mayor 
Braymer suggests that action be taken at once to have 
plans made for the new bridge over the Mill River at 
Garden and North streets. The early awarding of the 
contract was also recommended. 


Media, Pa.—It is understood that the Philidelphia, 
Wilmington & Baltimore has concluded to rebuild the 
Media bridge, making it of sufficient width to accomo- 
date double tracks. This bridge is 104 ft in height. 


Montreal, Que.—Preparations for the immediate 
building of the bridge over the St. Lawrence to Lon- 
queuil are now being made. A selection of three of the 
best plans has been made by Walter Shanly,-the Mont- 
real Bridge company’s consulting engineer. The first 
prize plan shows the track elevated 150 ft. above the 
water, and a channel span of 1,250 ft. The central span 
will spring from two towers, one on Isle Ronde, the other 
on the wharf front a little west of Belle Rive Park. 
la approaches the bridge will be nearly two miles 
ong. 


Napoleon, O.—John ‘Schneider & Sons, of Defiance, 
have secured the contract for building the abutments for 
the Lima Northern railroad bridge across the Maumee 
at Napoleon. 


New York.—The Sinking Fund Commission on Jan. 
17 provisionally approved the route of the approach 
to the New York mk New Jersey bridge, and of the site 
chosen for the Union depot. The approach chosen, 
which is No. 2, of the three submitted, leaves the bridge 
at the corner of West Fifty-ninth street and Twelfth 
avenue. It curves to the southeast after leaving the 
bridge, running parallel and just west of Eleventh ave- 
nue as far south as Fifty-second street. Here it curves 
to the east, crossing Eleventh avenue between Fifty-first 
and Fifty-second streets. The curve of this crossing 
carries the viaduct south tothe north line of Fiftieth 
street, and it continues parallel to this street, eastward 
to Ninth x»venue. At Ninth avenue the station begins, 
covering the four blocks included between Forty-ninth 
and Fifty-first streets and Ninth avenue and Broadway. 
The viaduct will be an overhead steel structure of very 
heavy construction, to accommodate the great loads 
which it will of necessity carry. We shall describe and 
illustrate it fully next week. 


Peoria, I11.—The old wooden bridgeacross the Illinois 
River here is in a dangerous condition. The city has no 
funds to replace it. A new bridge will cost about $100,- 
000, and it was decided Jan. 7 to submit toa vote of the 
See at the spring election a proposition to increase the 

yonded indebtedness for that purpose. 


Philadelphia, Pa.—About 100 ft. of the western end 
of Gray’s Ferry bridge was burned early on the morning 
of Jan. 18. The bridge was closed to travel and the damage 
repaired The loss is estimated at $2,500 to $3,000. The 
origin of the blaze is unknown. There has been some 
talk recently of replacing this bridge by a new steel 
structure. It is at. present used by the Pennsylvania 
Railroad, as well as by wagons and foot passengers. 


Pittsburgh, Pa.—Viewers in the condemnation pro- 
ceedings of the city against the Point bridge company, 
Jan. 11, filed their award, which is $419,398. 


Pittsfield, Mass.—It is said that a bridge is contem- 
lated on the new Dalton road across the Pittsfield & 
North Adams Branch, and that the Board of Public 
Works has been asked to procure estimates of cost. 


Pittston, Pa.—Judge Lynch hes handed down an 
order in the case of the Commonwealth of Pennsylvania 
vs. The Pittston Ferry Bridge Co.,which requires the latter 
to remove its pier from the Old Ferry and Cerbondale road 
within 90 days. The pier supports in part the elevated 
approach to the bridge. 


Portsmouth, Va.—We noted last week that a bridge 
is to be built between this place and Pinner’s Point, the 
deep water terminal of the Southern and the Norfolk & 
Carolina. This bridge, which is to be over Scott’s Creek, 
a branch of the Elizabeth River, will be a drawbridge, 
and will be built by the Portsmouth & Pinner’s Point 
Drawbridge Co. The capital stock is $28,000, and the 
incorporators are A. E Warren, A. B. Butt, M. P. East- 
wood, William G. Maupin, A E Etheredge, C. W. 
Murdaugh, Jr., and Walter C. Brooks. 


Scranton, Pa.—The Common Council has passed the 
ordinance, bonding the city for $150,000, for building the 
viaduct on West Lackawanna avenue, over the D., L. & 
W. crossing. 

Sharpsville, Pa.—A new bridge will probably be 
built to take the place of the old covered bridge crossing 
the river a short distance above this place. 

" Sioux City, Ia.—Bids for widening the Chambers 
street highway bridge have been received as follows: 
Edward Wilson, $2,588; J. B. Keefe, $2,565; Goodrich & 


Robson, $2,339; O'Neill & Wilson, $2,732; Hanlon & 
Knepper, $2,499. 

Springwelis, Mich.—The contract for a bridge over 
the Rouge River at this place has been annulled by the 
Boards of Ecorse and Springwells townships. Mr. C.C, 


Bothfield has been engaged to prepare new plans and 
superintend the building of the bridge. When these 
plans are completed bids will be re-advertised for. 


Washington, D. C.—The South Capitol Street Bridge 
Association have secured a report upon their plan to 
make another connection between Washington and 
the Maryland peninsula by a bridge west of all previous 
bridges across the Eastern Branch of the Po omac. The 
proposed bridge is designed to run from South Capitol 
street terminus to a point near Giesboro. General Craig- 
hill, in his report to the Secretary, estimates that the 
cost of a bridge at the place named will be $700,000. 

Another bill for a bridge over the Detroit River at 
Detroit has been introduced in Congress. Mr. Corliss 
introduced the bill, which resembles the one recently 
introduced by Senator McMillan for the same purpose. 
There are, however, some minor changes. 


York, #a.—The grand jury has recommended the 
erection of these county bridges: Over Little Muddy 
Creek, between Fawn and East Hopewell townships; 
over Muddy Creek between Fawn and Lower Chance- 
ford townships; over Salmon Run, in Dover township, 
re over Cabin Branch Creek in Lower Windsor town- 
ship. 


Youngstown, O.—Proposals will be received until 
Jan. 25 for the superstructure of a bridge over the Ma- 
honing River at Spring Common. 








RAILROAD LAW—NOTES OF DECISIONS. 





Powers, Liabilities and Regulations of Railroads. 


In Connecticut defendant leased its road to another 
company at a fixed annual rental, and defendant agreed 
to maintain its organization, elect officers and do every- 
thing necessary to preserve and augment ~~ 
and franchise for the benefit of the lessee. e lessee 
was to appoint a managing agent satisfactory to defend- 
ant. Defendant’s treasurer was to collect the earnings 
of the lessee and pay all the operating expenses. There 
was nothing to indicate that defendant intended to 
transfer its ownership in the franchise, nor to relieve it- 
self from the liabilities imposed thereby. The lease was 
afterward ratified by the legislature. The Supreme 
Court rules that defendant was liable for the negligence 
of the employees in operating a train.’ 

In the Federal Court—a railroad was sold under a de- 
cree in foreclosure suit before the claim of a ted to the 
suit who asserted a lien had been adjudicated. A saving 
clause was inserted in the decree of sale providing that 
if his lien were sustained the purchaser at the sale 
should pay him the amount due, or that the court should 
resume possession to enforce the lien by resale or other- 
wise, declaring it to be the intention to preserve his 
rights. The Court rules that such saving clause did not 
give the lienor an absolute right to payment, without re- 
— to the rank of his lien, but left him as he would 

ave been if not a party to the suit.” 

In New York it is held that the law, which requires a 
certain railroad company to depress its tracksin the city 
of Rochester, and provide overcrossings at streets, does 
not require the company to maintain a bridge of suf- 
ficient strength to support the passage of electric street- 
car trains weighing 23 tons.® 


Injuries to Passengers, Employees and Strangers. 


The Supreme Court of Mississippi holds that a sleep- 
ing car company is not liable for an assault by its 
steward on a passenger on the ordinary cars who with- 
out right had: entered the sleeping car to induce the 
steward to sell him liquors.‘ 

In California, a car was being driven five to seven 
miles an hour, in a suburban district, when the horses 
becoming frightened, pulled the car off the track, and 
ran away; the plantiff, out of fear, jumped from the 
car, and was injured. Those who remained in the car 
were uninjured. The Supreme Court holds the com- 
pany not liable.® 

In Minnesota the-Supreme Court rules that a tres- 

asser on a freight train does not by paying money for 

is ride to a brakeman become a passenger.*® 

In Texas, plaintiff’s husband was an employee of a 
coal company, and was engaged in loading coal from an 
elevated platform through a chute to a car on defend- 
ant’s tracks. The chute was so applied to the car that 
any abrupt movement of the latter would injure it. 
Defendant caused a “flying switch” to be made with 
great speed and want of precaution, from the main track 
to the side track upon which the car was being loaded. 
Plaintiff’s husband, whose duty it was to protect the 
chute, not appreciating the speed of the approaching cars 
climbed on an intervening box car to set the brakes, an 
intercept the collision with the coal car, and was thrown 
down aad killed.’ The Supreme Court rules that 
plaintiff was entitled to recover.’ 

In Oregon, inan action for the foreclosure of a trust deed 
of railroad property, there was no evidence of the value 
of the property, but there was evidence that it had been 
operated under a receiver for four years at an average 
loss per month of $6,000, and was at the time of the sale 
about $1,000,009 in debt, and had a bonded indebtedness 
of $15,000,000, secured by the trust deed. At one of two 

revious sales ordered, a minimum price of $1,000,000 had 
od fixed, and at the other $1,250,000, but no sale could 
-be effected. The Supreme Court rules that a sale for 
$100,000 in cash cannot be held to be for an inadequate 
consideration. ® : : 

In Texas it is held that where a railroad in the hands 
of a receiver acting under the directions of a federal 
court was ordered to be sold, and possession delivered to 
the purchaser, subject to the yment of any claims 
-against the receiver which should be established within 
a specified time, the purchaser will not be liable, by vir- 
tue of such order alone, to one who fails to have his 
claim so ascertained and allowed.® 

In New York the capital stock of a railroad company 
invested in cars permanently engaged out of the state is 
not: subject to the franchise tax. 1° 

In Illinois there cannot be a common-law dedication 
of land to a railroad company, since such companies are 
essentially private corporations. !! 

In New York it is held that a railroad is not naphaset 
in failing to prescribe rules for loading iron rails on a 
flat car, in order to protect the workmen eagaged therein, 
where there is no evidence that any rule relating to such 
work had been adopted by other companies, or was nec- 
essary or practicable.?? 

In the same state it is ruled that a railroad is not 
liable for the death of a fireman caused by the collision 
of his engine with a disabled train standing on the 
track, where the rules adopted were sufficient, if ob-- 
served, to prevent such accidents, but were not observed 
by the engineer of the colliding train.*® 

In Missouri plaintiff was injured on defendant’s train 
by a ventilating window reegy toag her_head, rendering 

her insensible. Shortly after the accident, defendant’s 
agent offered her $20, and tendered a release in full. 
Plaintiff testified that she objected to signing the paper, 





because she saw something in it about a release for all 
damages; that the agent then, in her presence, made an 
erasure, giving her to understand that he was striking 
out the release clause, leaving the paper simply areceipt 
in full if she experienced no further trouble from her 
injuries; and that. relying on the agent’s assurance, 
and being in a dazed mental condition, as a result of the 
accident, she signed the receipt, without attempting to 
read it again. The Leg signed was an absolute release 
for all damages. The Supreme Court rules that, until 
set aside in an equitable proceeding for fraud in its 
procurement, the release was a bar to an action for in- 
juries caused bythe accident.1* 


‘ Driscoll v. N. & W., 32.A., 354. 

2 Compton v. Jesup, 68 Fed. Rep., 263. 

3 People v. Adams, 34 N. Y. S.. 579. 

4 Caysedy v. P. P. C. Co., 17 South Rep., 373. 

5 Perry v. Malarin, 40 Pac. Rep., 489. 

6 McNamara v. S. N., 63 N. Ww. Rep., 726. 

7W., M. W.&N. W. v. Duncan, 31S. W. Rep., 562. 
8Farmers’ L. & T, Co. v. O. Pac., 10 Pac. Rep., 1089. 
°H. & T. C. v. Crawford, 31S. W. Rep., 176, 

re ig v. Campbell, 34 N. Y. S., 801. 

NL. E. & W. v. Whitham, 40 N. E. Rep., 1014. 

12 Kly v.N. Y. Cent.& H R.,34N. Y. S., 739. 

13 Smith v. N. Y. Cent. & H. R.. 34 N. Y.S., 881. 

14 Och v. M., K. & T., 31S. W. Rep., 962, 











MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Huntington & Broad Top, semi-annual, 314 per cent. 
on the preferred stock, and 2 per cent. on capital stock, 
payable Jan. 30. 

llinois Central, semi-annual, 214 "per cent., payable 
March 2. 

Lake Erie, 1% per cent. on the preferred stock, paya- 
ble Feb. 15. 

Nashville, Chattanooga & St. Louis, 1 per cent., pay- 
able Feb. 2. 

New Orleans & Carrolton, quarterly, $1.50 per share, 
payable Jan. 20. 

Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Cumberland Railway & Coal Co., annual, company’s 
office, Place d’Armes, Montreal, Canada, Feb. 12. 

Fort Wayne & Jackson, annual, company’s office 
Jackson, Mich., Jan. 25. : 

Mobile & Ohio, annual meeting of the holders of the 
gee mortgage bonds, company’s office 11 Pine street, 

ew York, Jan. 29. ; 

New York, Pennsylvania & Ohio, annual, company’s 
office, 121 Euclid avenue, Cleveland, O., Feb. 4. 

‘ ~— & Erie, annual, Broad street station, 

‘eb. 10. 

Wheeling & Lake Erie, annual, company’s office, 
Toledo, O., Feb. 11. 


Technical Meetings. 

Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The Western Railway Club meets in Chicago on the 
third Tuesday of each month. at 2 p m. 

The New York Railroad Club meets at the rooms of 
the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City, on the third Thursday 
in each month, at 8 p. m. 

The New England Railroad Club meets at Wesleyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

Central Association of Railroad Officers. 

The annual meeting of the Indianapolis Division of 
this association was held Jan. 11, and Mr. F. G. Darling- 
ton, of the Pennsylvania, was elected President. 

The annual meeting of the Peoria Division on Jan. 14 
elected the following officers: President, Frank L. Tomp- 
kins, Peoria & Pekin Union; Vice-President, H. S. Rear- 
~ Chicago, Peoria & St. Louis; Secretary, A. J. El- 

iott. 
General Baggage Agents. 

The annual meeting of the American Associatio of 
General Baggage Agents was held at San Antunio,Tex., 
Jan. 15 and 16. The Committee on Concealed Losses 
recommended the establishment of a bureau for the 
settlement of all such claims. Officers were elected as 
follows: President, George A. Morton, New York, New 
Haven & Hartford; Vice-President, J. C. Nicolas, Mis- 
souri Pacific; Secretary, J. E. Quick, Grand Trunk. 
Philadelphia was chosen as the next place of meeting. 


American Society of Naval Engineers. 

The society held an annual meeting at the Navy De 
partment, Washington, last week, and elected officers 
for the ensuing year. The new officers are: President, 
Chief Engineer E. D. Robie; Secretary and Treasurer, 
Passed Assistant Engineer F. C. Bieg; Members of the 
Council, Passed Assistant Engineers F.H Bailey, B. C. 
Bryan, C. W. Dyson, and the President and the Secre- 
tary. 

Canadian Society of Civil Engineers. 

The members of the Society held a very enjoyable ban- 

uet at the Queen’s Hotel, Montreal, Jan. 14. President 

hos. Monro occupied the chair, and there were 
about 60 persons present. The officers of the society are: 
President, Mr. Thos. Monro; Vice-Presidents, Messrs. 
W. T. Jennings, Toronto; Martin Murphy, Halifax ; 
Herbert Wallis, Montreal; Treasurer, Mr. Kennet W. 
Blackwell, Montreal; Secretary, Mr. Clement H. 
McLeod Montreal. 


Western Railway Club. 

‘rhe regular ray | meeting of the Western Railway 
Club was held at the Auditorium Hotel, Chicago, Jan. 21, 
at2p.m. There was a discussion on Mr. A. M. Waitt’s 
paper on Air-Brake Equipment of Freight Cars, which 
was continued over from the December meeting, and a 
discussion on Mr. J. H. McConnell’s paper on Locomo- 
tive Service, presented at the last meeting. The _ princi- 

al discussion of the day wason the report of the M.C. B. 

‘ommittee on the revision of Interchange Rules. 

The paper for the day was entitled The Ninety and 
Nine and was presented by Mr. J. N. Barr, Superintend- 
ent of Motive Power, Chicago, Milwaukee St. Paul 
Railway. 

Engineers’ Society of Western Pennsylvania. 

The sixteenth annual meeting of the society was held 
in Carnegie Library, Allegheny, Pa., Jan. 16. Reports 
for the year were submitted, and the annual election 
was held. The following officers were elected: Presi- 
dent, W. G. Wilkins ; Vice-President, two years, George 

















Tan. 24, 1896.] 


THE RAILROAD GAZETTE, 





68 








S. Davidson ; Directors, two years, W. A. Bole, Franz 
Engstrom ; Secretary, one year, Daniel Carhart ; 
Treasurer, A. E Frost. ‘ 

The fourth annual meeting of the chemical section was 
held the evening ofthe 17th. The annual banquet of the 
whole society will be held at the Monongahela House the 
evening of Jan 30. 


Michigan Engineering Society. 

The three days’ convention of the society, held at Sagi- 
naw, Mich., closed Jan. 9. Papers were read as follows: 
“‘ Holly Race Track,” showing itsconstruction and other 
features, by George W. Doane; “ Electrolysis,” and its 
effects upon leaden pipes, by Thos. P. Whither; ‘‘ Elec- 
tric Street Railroad Construction for Cities,” Oe 
Engineer R. W. Roberts; ‘‘ What to do with the Waste 
Products of the Lumber Woods,”’ by J.J. Hubbell. The 
morning’s session concluded with a paper by G. M. Ames 
on “Cleaning Sewers,’’ which was illustrated by dia- 
grams The afternoon session was occupied by reading 
the following papers: “Effects of Frost on Cement,’’ b 
E W. Muenscher; ‘‘ Improvement Work on T. A. A. 
N. R. R.. by H. E. Riggs; Amateur Photographing,’ by 
¥. Hodgman; * Basket of Chips,” by Dorr Skeels In 
the evening W. J. Duncan read a paper on “Iron and 
Steel Railroad and Highway Bridges.’’ The paper of 
George L. Wells on “Timber Preservation,’ owing to 
lack of time, was not read. 


Gongeahinat Civil Engineers’ and Surveyors’ Associa- 
ion, 


The association heldfits twelfth annual meeting in the 
Common Council Chamber at Hartford, Jan. 14. The 
President, William G Smith, delivered his annual ad- 
oo The Secretary’s report. showed a membership of 

The election of officers resulted as follows: President, 
William G. Smith. of Waterbury; First Vice-President, 
R. A. Cairns, of Waterbury; Second Vice-President, L. 
W. Burt, of Hartford; Secretary and Treasurer, George 
K. Crandall. of New London. 

The afternoon session was devoted to the reading of 
at and discussion. The papers were as follows: 

eology, Its R-lation to Civil Engineering, by Huber 
L. Card, of Willimantic; Points in Design and Con- 
struction of Factory Floors, by Edward O. Goss, of 
hadimsaainsy The last papers were a general review of 
. improved highways in the state by Charles E. Chandler, 
of Norwich, and Edwin P. Augur, of Middletown. The 
papers were fully discussed. 


Engineers’ Club of Philadelphia. 


The seventh annual meeting of the Club was held on 
Saturday, Jan. 18, at8 P. m. Mr. George S. Webster. 
the retiring President, delivered his annual address, and 
annual reports of the Board of Directors and Treasurer 
were read. The result of the ballot for officers was an- 
nounced as follows: President, A. Falkenau; Vice- 
President, Carl Hering; Secretary, L. F. Rondinella; 
Treasurer, George T.-Gwilliam; Directors, L. Y. Scher- 
merhorn, Joseph T. Richards and Max Livingston. The 
meeting then adjourned for lunch. 

On Jan. 4, 1896, a business meeting was held, with 
President George S. Webster presiding, and 66 members 
and visitors present. Mr. William C. B. Eglin read the 
paper of the evening on Distribution of Electrical 
Energy from a Central Station. describing in detail the 
methods employed for this purpose in large cities, using 
underground ‘conductors with a continuous supply tu 
meet all the commercially practical uses to which elec- 
tricity may be put. 

Mr. John C. Trautwine, Jr., exhibited a number of 
lantern slides illustrative of the Queen-Lane division of 
the city water-works, with special reference to the re- 
pairs recently made on the reservuir. 

Engineers’ Club of St. Louis. 

A hag eoryd meeting was held Jan. 8. President Ocker- 
son called to order; 30 members and one visitor present. 

The Executive Committee recommended that instead 
of the usual roster there be issued this year an annual 
bulletin, toinclude the list of members, officers and 
com ittees, constitution, by-laws, programme, etc., 
which have heretofore appeared in the annual publica- 
tion ; and, in addition, the reports of officers and com- 
mittees read at the annual meeting, and also the ad- 
dresses delivered at the annual dinner, a limited num- 
ber of selected advertisements to be included with a 
view of reducing its net cost. On motion, ordered that 
this matter be left to the discretion of the Executive 
Committee. . 

Nominations being called for to fill the vacancy in the 
office of director, Mr. William Bouton was nominated. 

Mr. Geo. B. Leighton then read a paper on ‘Some Notes 
on English Railroad Practice.’”’ It was illustrated by 
numerous maps, drawings end pamphlets. The speaker 
described at some length the essential features of Eng- 
lish railroads, call ng‘special attention to those points in 
which their practice differed radicaily from ours. 

The speaker also gave an account of the International 
Railway Congress held in London in June, 1895, which 
he had attended, together with some remarks on the 
social features connected with the meeting. 

‘he discussion was participated in by Messrs. Moore, 
Crosby, Johnson, Hermann, Kinealy, Russell, Maltby 
and Pitzman. 

Western Society of Engin’ e's. 

Last week we reported ! riefly the annual meeting of 
the Western Society of Engineers. Below we give selec- 
tions from the addresses of Mr. H. E. Horton, retiring 
President; and Mr. John F. Wallace, President. 

MR. HORTON’S ADDRE 8. 

The railroad has shown its superiority to the canal in 
most conditions, although there are occasional circum- 
stances where the canal is still supreme. Witk the com- 
pletion of the drainage district work; a very considerable 
part has been done toward a water-way of magnificent 
proportions to the Mississippi River, but we are con- 
fronted with the claim that the volume of trafhe is not 
sufficient to make the undertaking a successful commer- 
cial one, while the argument, on the other hand, is that 
the national question is all-important and the work a 
necessity—that it will cost much lessthan Germany has 
invested for a water-way of very much lessimportance. 

It is not my purpose at this time to attempt to prove 
either line of argument and merely suggest that if some 
considerable portion of money frittered away each year 
on useless river er and such enterprises as 
the Hennepin Canal could be applied to the Despluines 
and Illinois River valley. it would ina few years develop 
a water-way of magnificent proportions, one through 
which a large proportion of the vessels of our navy 
could be brought into the lakes, and further a large 
volume of traffic would surely follow. 

While sentiment seems to be divided as to the advisa- 
bility of expenditure on the Desplaines & Illinois River 
line, there is clearly a belief among ali the people all 
about and tributary to the great lakes, that the one ina 
thousand routes for a canal of sufficient proportions to 


carry vessels of the largest class, is from the lakes to the 


ocean and in the direction that traffic has clearly indi 
cated, as the line of least resistance, that is, to New York, 
should be undertaken at once and the canal forwarded 
to early completion. The magnitude of the enterprise 
as outlined is greater than any work ever proposed and 
carried to completion by man. However, the vital inter- 
ests involved are so great that nowhere on earth can so 
tauch energy be profitably invested to facilitate trans- 
portation. The demands for this work are national, be- 
cause of the economic advantages as well as a means of 
defense. 
ADDRESS OF MR. WALLACE. 

The ostensible object of our Association is its advance- 
ment and thereby the advancement of professional en- 
gineering. Down in the human heart there is an element 
of selfishness, the main spring of all our action, and we 
struggle, all oi us, cheerfully to promote our fortunes as 
individual engineers. In every pen we should unite 
in setting forward the interest of our society. as we mean 
to convince the general public that our prufession is a 
necessary one. ’ 

Along the line of the development of our society’s work 
our library should be enlarged. The youngest members 
even should contribute papers. The engineer should 
superadd to general avocation a technical knowledge. 
Dress and address are to be valued. Not wjth,pants in 
his boots should one hie himself to festal ~~ Disci 
line, loyalty, should mark the under-engineer Knowl- 
edze of men and affairs is a privilege. Strategy must be 
appealed to, would one be other than an assistant till he 
is gray and bald. Diplomacy and the engineer should 
be closer friends. He is toocommonly considered a half- 
way professional man. Let the dignity of our profession 
be raised. The measure of success is largely the dollar 
mark. Let the railroads we build carry the largest ton 
nage at the least expense. Notonly let the engineering 
work last a century, but let the Texan gentleman’s in- 
quiry in this city be applied: ‘‘ What are we here for ?”’ 

A good engineer should be able to conceive good works, 
design and build them; without this trinity he cannot 
be a complete engineer. We stand at the threshold of 
prosperous times, the engineer being ever the last to feel 
the advantages of better days. Great problems await 
us, like grouping lines of great traffic and other trans- 
portation questions. Engineers should administer as 
well as build railroads. 

A meeting of the societ é ! 
Hall, Armour Institute of Technology, Thirty-third 
street and Armour Avenue, Chicago, on Thursday even- 
ing, January 23, 1896. at 8p.m. An informal talk on 
‘“‘Riedler Pumps” and ‘‘Riedler Compressors,” fully il 
lustrated_ by lantern views, was given by Mr. John 
Stumpf, Mechanical Engineer, in charge of ‘Riedler 
Department”’ of Fraser & Chalmers, Chicago. 


was held ir Science 








PERSONAL. 





—Mr. W.G. Raoul, President of the Mexican National, 
has been elected a Director of the Louisville & Nashville 
to fill a vacancy. 


—Mr. H.H. Porter, Chairman of the Executive Com- 
mittee of the Chicago & Eastern Illinois, has sailed for 
Egypt for a long vacation. 


—Mr. J. J. Lewis, formerly Division Superintendent 
on the Hannibal & St. Joseph, died at Vergennes, Vt , 
on Jan. 15 at the age of 65. 


—Mr. J. L. White has resigned his position as Superin- 
tendent of Bridges and Buildings of the§ Texas Midland, 
and is located at Claude, Tex. 


—Mr. J. J Turner assumed his new duties on the Van- 
dalia on Wednesday of last week. His title is Vice- 
President and General Manager. 


—Hon. James M. Hopkins, the last of the old iron 
masters of Lancaster County, died at his home at Cone- 
wago Furnace, Jan. 17, at the age of 85. 


—Mr Chester H. Speers, who has been Assistant Gen- 
eral Passenger Agent of the Atlantic & Pacific road at 
San Francisco for the past eight years, has resigned. 


—Mr. George C. Jones, formerly Chief Train Dispatcher 
of the Wabash, has been appointed Division Superintend- 
ent of the Grand Trunk, with headquarters at Montreal. 


—Mr. Hiram Cable, son of R. R. Cable, President of 
the Chicago, Rock Island & Pacific, has been elected 
Vice-President of the Rock Island & Peoria, vice Mr. A. 
Kimball, resigned. 


— Mr. Thomas L. Greene, of New York City, has been 
sent to the Pacific coast by the Reorganization Commit- 
tee of the Oregon Improvement Company, to make a 
report on the company’s property. 


—Mr. A. W. Gre2nwood, formerly connected with the 
Pennsylvania at Altoona, has been appointed Superin- 
tendent aud Master Mechanic of the Esst Broad Top 
Railroad & Coal Co. The appointment takes effect at 
once. 


—Mr. D. B. Carse, General Manager of Greenlee Bros. 
& Co., manufacturers of wood working machinery, 
Chicago, sa‘led for Europe on Wednesday, Jan. 22. Mr 
Carse goes to Europe for the benefit of his health and to 
visit all the principal car shops on the continent. 


— Mr. D. J. Casey, of Bay City, Mich., at present one 
of the engineers ot the Michigan Central, has been ap- 
pointed Chief Engineer of the Detroit & Mackinac road 
in Michigan Mr. Casey has been with the Michigan 
Central since 1880. He takes the place of Mr. A.J. Wen 
zell, who has resigned. 


—Mr. John Doyle has been appointed General Master 
Car Builder of the Missouri, Kansas & Texas. He suc- 
ceeds the late Mr. Samuel Irwin, who had the title of 
Superintendent of the car department. Mr. Doyle was 
heretofore the Master Car Builder of the Texas lines of 
the company, with headquarters at Denison, Tex. 


—Mr. E Tiffin, General Freight Agent of the Atlantic 
Division of the Canadian Pacific at St. John, N. B.. has 
been promoted to the position of General Freight Agent 
of the Ontario division, with headquarters at Toronto. 
to assume duty on Feb. 1. Mr. J. N. Sutherland, of the 
=— freight department, will succeed him at St. 

ohn. 


—Mr. Frank Rahm, a wealthy retired banker, railroad 
President and iron manufacturer, of Pittsburgh, died 
there suddenly, on Jan. 15, at the Hotel Duquesne, in his 
sixty-first year. He was a member of the pioneer firm of 
Coleman, Rahm & Co. He was President of the Wood- 
ruff Sleeping Car Company until it was merged into the 
Pullman Company, and had been an officer of several 
banks in Pittsburgh. 

—Mr. Don Alexander, for several years District 
Freight Agent of the Queen & Crescent road at Chatta- 
nooga, Tenn., and lately promoted to be Assistant Gen- 


eral Freight Agent,has resigned to goto Louisville, Ky., 
where he will hold a similar position in the interest of 
the Chesapeake & Ohio. On Jan. 11 Mr. Alexander’s 
friends in Chattanooga gave him a farewell banquet at 
the Mountain City Club. There was a large company 
present, and the list of toasts indicates that the mental 
repast was as excellent as the material viands. 


—Chief Engineer George W. Melville of the United 
States Navy has been nominated by the President to be 
Engineer-in-Chief of the Navy, with the relative rank of 
Commodore. Commodore Melville for nearly nine years 
pest has been Chief of the Bureau of Steam Engineering, 

is remarable work ia that position having won for him 
two re-appointments. The present re-appointment will 
enable him to serve four successive terms at the head of 
the Bureau, an honor which has never fallen to any other 
officer of the navy. Chief Engineer Melville, as is very 
well known, has designed the engines and machinery for 
fad all the ships built for the new United States 
Navy. 


—Mr. J.J. Casey, Asssistant Superintendent of Mo- 
tive power of the Illinois Central, having charge of the 
mechanical department of its Southern lines, has re- 
signed that position. He is to go to the Haskell & 
Barker Car Co., of Michigan City, Ind., as Superin- 
tendent. Mr. Casey has had previous experience in work 
similar to that which he now undertakes, having for 
some time been Superintendent of the Missouri Car & 


‘Foundry Co. This was before 1888 when he was ap- 


pointed a of Motive Power of the Louis- 
ville, New Orleans & Texas. He has continued in this 
position ever since with a change of title, when the road 
was leased by the Illinois Central. 


—Mr. George B. Reeve, Traffic Manager of the Chicago 
and Grand Trunk Railroad, seems to have been selected 
for the position of General Traffic Manager of the Grand 
Trunk, though Mr. Hays says that as yet the announce- 
ment is “* premature.’’ The appointment will probably 
take effect on Feb. 1. Mr. Reeve entered the service of 
the Grand Trunk in 1860, and has been with the company 
continuously in various positions up to the present time, 
as Clerk, Train Dispatcher, Agent at various oe 
stations, Assistant General 1 Agent of each of its 
divisions, and finally as Traffic } —— of the Chicago 
& Grand Trunk. Mr. Reeve is an Englishman, having 
been born in Surrey, Oct, 23, 1840. 


--Mr. John Allston Wilson died at his home in Phila- 
delphia last Sunday. Mr. Wilson was a member of the 
well-known firm of Wilson Brothers & Co., civil en- 
gineers and architects, of Philadelphia, and was the son 
of Mr. W Hassell Wilson, one of the oldest and most 
distinguished railroad engineers now living. Mr. John 
A. Wilson was born in Phoenixville, Pa , April 24, 1837, 
graduated at the Rensselaer Polytechnic Institute in 1856, 
and served in 1857 and 1858o0n the surveys in Central 
America for the Honduras Inter-Oceanic Railway, 
under Mr John C. Trautwine. Upon his r.turn to 
the United States he entered the service of the 
Pennsylvania Railroad Company as Assistant En- 
gneer ard was engaged on work on the main line 
of that road. In 1860 he was promoted to the position of 
Principal Assistant Engineer, and until 1864 was en- 
gaged in the construction of railroad shops, bridges 
and branch railroads in the neighborhood of Philadel- 

hia. From 1861 to 1864 he also held the position of 

hief Engineer of the Junction Railroad in Philadelphia, 
a piece of work involving varied and heavy construction. 
He was also engaged on the Connecting Railway. 

In 1863 Mr. Wilson served as Aide on the staff of Gen. 
D. N. Couch, with the official rank of Captain. General 
Couch was then in command of the Department of the 
Susquehanna and Captain Wilson had charge of thecon- 
struction of fortifications in the vicinity of Harrisburg, 


Pa. 

From 1864 until 1868 he occupied the position of Chief 
Engineer for the Pennsylvania Railroad Company, lessee 
of the Philadelphia and Erie Railroad; from 1868 to 1870, 
the position of Chief Engineer of Maintenance of Way 
on the main line of the Pennsylvania Railroad; and from 
i870 to 1875 the position of Chief Engineer in charge of 
construction of the Low Grade Division of the Allegheny 
Valley Railroad between Driftwood on the Philadelphia 
and Erie Railroad and Red Bank on the Allegheny River. 
At the same time ke was also Chief Engineer of the 
Morrison’s Cove Railroad, a branch of the main line of 
the Pennsylvania Railroad. 

In January, 1876, the firm of Wilson Brothers & Com- 
pany, Civil Engineers, Architects and Consulting En- 
gineers, was organized, in which he has been the senior 
member up to the time of his death. This firm has designed 
many important buildings, one of their 1ezent great build- 
ings being the Philadelphia & Reading terminal station 
in Philadelphia. 

One of the provisions of this firm allowed any mem- 
ber to hold an official position in his individual name, 
with the benefit of consultation and advice from the 
other members, all compensation being reported to and 
paid into the firm, and ail such professional work being 
considered as part of its operations. Under this provision 
he acted personally in many important works as Chief or 
Consulting Engineer. Among these may be mentioned: 
Chief fag, ard of the Bloomsburg Sullivan Rail- 
road; the North & West Branch Railroad; the Staten 
Island Rapid Transit Railroad; the Bellefonte & Buffalo 
Run Railroad; the Nittany Valley & Southwestern 
Railroad; the Columbia & Sullivan County Railroad; 
the Philadelphia Belt Line Railroad and the Philadel- 
phia & Reading Terminal Kai’road; Consulting En- 
gineer of the Philadelphia & Keading Subway, etc. ; 
also an expert engineer or witness on a large amount of 
railroad and similar public work, including many cases 
in litigation, such as railroad crossings, etc. Mr. Wilson 
had remarkable ability in matters con ected with rail- 
road law, making him extremely valuable as an expert 
adviser or witness in such cases. In some instances he 
has worked up the whole plan of procedure for a case, 
and on a recent occasion where he rendered an opinion 
toa — lawyer he was highly complimented by 
the lawyer’s remark that the proficiency displayed 
made him worthy of an LL.D. 

Mr. Wilson was a member of the American Society of 
Civil Engineers, the Institute of Mining Engineers, the 
Franklin Institute, the Historical Society of Pennsyl- 
vania, the Philadeiphia Art Club, and the St. Andrew’s 
Society of Philadelphia. Mr. Wilson was also a vestry- 
man and communicant of St. Andrew’s Protestant Epis- 
copal Church, West Philadelphia. He leaves a wife, 
four daughters and two sons. 








ELECTIONS AND APPOINTMENTS. 





Alabama Great Southern —Frank Y. Anderson has 
been appointed Land Commissoner, with office at 
Birmingham, Ala. 


Allegheny & Monongaheia.—At tie annual meetin 
held in Pittsburg Jan. 14 these Directors were elected: J. 
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Hammond, E. H Holbrook, S. F. Hammond, Robert R. 
Hammond, Dr. T. L. White, of McKeesport, Pa., and 
George V. Milliken. 


Atlantic Short Line.—At the annual meeting of 
the stockholders on Jan. 17 at Atlanta. Ga., the follow- 
ing Directors were elected: John R. Young, J. F. 
Hanson, B A. Denmark, M. B. Lane, J. B. Floyd, W. 
W. Williamson, Walter T. Hanson, Ross Simms, W. R. 
White. The Directors elected Mr. John R. Youn 
President and Mr. Walter G. Hartridge Secretary aa 
Treasurer. The property of the company is in the hands 
of Receiver John R. Young. 


Chicago, Milwaukee & St. Paul.—R. C. Jones has 
been appointed District Passenger Agent of the road to 
succeed Charles Mordough, who was Traveling Passen- 
ger Agent, with headquarters at Indianapolis. 


Choctaw, Oklahoma & Gulf.—¥. A. Molitor has been 
appointed Engineer Maintenance of Way under the di- 
rection of General Superintendent G. F. Huggans. He 
will have charge of all track and structures; the General 
Road Master, the Division Road Masters, and the Super- 
intendent of Bridges and Buildings will report to him. 
His headquarters will be at South McAlister, I. T. 


Colorado Eastern.—At the annual election in Denver, 
Jan. 14,the old officers and Directors were re-elected; 
President, E. F. Hallack; Vice President and General 
Manager, C. M. Wicker; Secretary, C. B. Rhodes; Treas- 
urer, C. L. Horton; Auditor. Rohert McDowell; Chief 
Engineer, R. D. Hobart. Directors: E. F. Hallack, F, 
W. Popple, C. B. Rhodes, A. E. Reynolds, B. F. Burke, 
Cc. M Wicker and L. M. Cuthbert. 


Cornwall & Lebanon.—The stock holders of the com- 
yany have elected these directors for the current year: 
wae eae D. Coleman, Edward R. Coleman, Christian 
Shenk, Jacob H. Redsecker, John Meily, Lebanon, Pa ; 
Archibald Rogers, New York; Walter Scranton, J. H. 
Dolliver, Scranton. The directors have organized by 
the election of B D. Coleman, president; Archibald 
Rogers, vice-president, and E. R. Coleman, secretary. 
General J. P. S. Gobin general solicitor. 


Denver, Cripple Creek & Southwestern.—At a meeting 
of the directors of the company for organization last 
week, in the office of the Chamber of Commerce, officers 
were elected as follows: Cyrus W. Fisher, president ; 
William G. Evans, secretary; Michael Spangler, treas- 
urer, all of Denver. 


Detroit & Mackinac.--D. J. Casey has been appointed 
Chief Engineer of this Company, with headquarters at 
Bay City, Mich., vice A. J. Wenzell, resigned. 


Eastern Kentucky —Mr. Sturgis G. Bates has been 
appointed General Freight Agent of this Company, vice 
Mr. George Gibbs. who is appointed’ Real Estate Agent. 
The office of Commercial Agent has been abolished. 


Flint & Pere Marquette.—W. D. Trump has been ap- 
pointed Assistant to the General Manager with head- 
quarters at Saginaw, Mich. 

Indiana, Illinois & Iowa.—All the old officers were 
re-elected at meetings of the stockholders and directors 
Jan. 16. Ihe stockholders met first and chose the 
following Directors: F.M Drake, J. A. Drake, T. P. 
Saonts, 8S. S. Whitehead, J. M. Halt and H. M. Curtis. 
The directors re-elected the following: President, F. M. 
Drake; Vice-President, George H. Holt; Secretary and 
Treasurer, Jobn A. Drake; Auditor, J. E. Geworth; 
General Manager, T. P. Shonts 


Kansas City, Pittsburg & Gulf.—T. C. Sherwood has 
been appointed Assistant General Manager of the road. 


Lake Superior & Ishpeming.—The names and ad- 
dresses of the officers of this new company, whose road is 
being built, are: President, William G. Mather, Cleve- 
land,O.; Vice President, James Laughlin,Jr., Pittsburgh, 
l'a.; Secretary, J. H. Hoyt, and Treasurer, William G. 
Pollock,Cleveland; Chief Engineer, S.S. Neff,Marquette, 
Mich., and Counsel, George Hayden, Ishpeming, Mich. 


Louisiana, East & Central Texas.—Mr. A. C. Green, 
of Palestine, Tex., has been elected President of this 
company, which proposes to build a line from Alexan- 
dria, La., to Kort Worth, Tex. 


Missouri, Kansas & Texas.—Mr. William O’Herin, 
Superintendent of Motive Power. has been made Super- 
intendent of Machinery and Equipment, and will have 
charge of both the locomotive and the car departments. 
The oftice of Superintendent of the Car Department is 
abolished. Mr. O’Herin’s headquarters are at Sedalia, 
Mo. 

Pittsburqr, Mononzarela & Wheeling.—At a meet- 
ing on Jan. 13, at Pittsburgh, these officers were elected: 
Gen. W. G. Dacey, of New York, President; Gen. Charles 
© Dodge, of New York, and George H. Anderson, of 
Pittsburgh, Vice-Presidents; John D. McCreery, of 
Pittsburgh, Secretary; Howard C. Bolton, of New York, 
‘Treasurer 

Southern.—Dr. Charles M. Drake has been appointed 
Chief Surgeon, with headquarters at Atlanta. 


Terre Haute & Indianapolis.—President McKeen 
and Vice- President Williams retired from office last 
week, and on Jan. 15 the following officers were 
elected, and have taken the direction of the property: 
First Vice-President McCrea, of the Pennsylvania, was 
elected President, to succeed Mr. McKeen, and J. J. 
Turner, Superintendent of the Pittsburgh Division of the 
Pan Handle, was elected to succeed John G. Williams as 
Vice-President and General Manager. The present 
Secretary and Treasurer were re-elected, and all the ap- 
pointive officials were reappointed, except General Su- 
perintendent Elliott, the duties of whose office pass to 
Mr. Turner, and the Superintendent of Motive Power, 
G. H. Prescott, who is succeeded by W. C. Arp, a Penn- 
sylvan'a man. Mr. Turner’s office is at Terre Haute. 


Texas & New Orleans —At the regular meeting of the 
stockholders last week in Houston, the following direc- 
tors and officers were elected: Directors, C. P. Hunt- 
ington, W. G. Van Vleck, I. E. Gates, C. B. Segar, T. W. 
House, W. B. Mulvey and J. T. Mahl; officers, I. E. 
Gates, President; W.G. Van Vleck, Vice-President; C. 
B. Segar, Secretary; Paul Flato, Treasurer; A. K. Vander- 
voort, Assistant Secretary and Assistant Treasurer. 


Western Maryland.—Major J. T. M. Barnes, Deputy 
City Collector of Baltimore, bas been elected Secretary 
and Treasurer inv place of the late George H. Baer. 


Williams Valley.—The annual meeting of the stock- 
holders was held at Tower City, Pa., January 13. The 
following officers were elected for the ensuing year : John 
Jameson, Bloomsburg, Pa., president ; directors, J. W. 
Durbin, Williamstown ; Amos Lebo, Williamstown; C. 
M. Kaufman, Tower City; Dr. E. L. Philips, Tower City ; 
Edward Lebo, Lykens; Isaac Mossop, Wiconisco ; 
Baker, Norristown; 8. A. Heilner, Philadelphia. 


RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Baltim»re & Ohio.—The company’s engineers are at 
work making a survey for the new line which this com- 
pany is to build from Buckhannon Junction, on the 
Grafton & Belington branch to Buckhannon, W. Va., 
if $30,000 is voted by the people of Upshur County. 


Central Ohio & Pepnsylvania.—This company, with 
headquarters at Cleveland, was incorporated in Ohio, 
Jan. 14, by Robert J. Hamilton, Frank S. es John 
A. Moof, Joseph B. Turner and Thomas C. Willard to 
build a railroad from Warren, O., to the Pennsylvania 
State line. The capital is $59,000. 


Chicago & North Western.—The widening of the 
roadbed to permit the construction of a second main 
track between Madison, Wis., and Baraboo, Wis., is to 
be begun at once, and the contract for the grading has 
been awarded to Winston Krothers, of Minneapolis. 
Most of this part of the road lies through rough country, 
and the grades will have to be reduced in many places. 
The removal of rock in cuts will be the first work done, 
and earthwork will be taken up early in the spring. The 
contractors for the masonry are Messrs. J. A & George 
Garden, of Romeoville, Ill , who have recently completed 
a contract on the Chicago Drainage Canel The engineer 
in charge of the construction of this second track is Mr. 
H. W. Battin, heretofore Division Engineer. His office is 
at Baraboo. 


Cincinnati, Hamilton & Dayton.—Itis reported at 
Huntington, W. Va., by the friends of the new Virginia 
Railway that the Cincinnati, Hamilton & Dayton will 
build a line to connect with the Virginia. They say that 
the Cincinnati, Hamilton & Dayton now has engineers 
in the field making a survey ofa line up the Symmes 
Creek Valley, in Lawrence County. Ohio, directly op- 
posite Huntington. This survey is for a line about 40 
miles long, making a direct line from Huntington to the 

resent line of the western division of the Cincinnati, 

amilton & Dayton at Jackson, O. 


Cle eland, Lorain & Wheeling.—It is understood 
that a short branch line from Lester south to Chippewa 
Lake will be built within the next few months. The 
line is intended to reach an important freight. producing 
territory. Lester isa station on the main line, where 
the line to Cleveland branches off. At present a branch 
runs from Whittlesey around the south end of Chippe- 
wa Lake, but the track will be taken up when the new 
line is completed. 


Cobourg, Northumberland & Pacific.—A contract 
for the construction of about 50 miles of this road in On- 
tario was recently given out, but this contract is a con- 
ditionalone. Itmay not be consummated. finally. The 
road was surveyed some — ago and has been de- 
scribed in these columns, but it may be not uninterest- 
ing to describe it once more. The surveys start at 
Cobourg, Ont , and extend northeast to the Central On- 
tario junction with the Ontario & Que line of the 
Canadian Pacific, a distance of 49 miles. The line passes 
through the villges of Baltimore, five miles from Co- 
bourg: Burnley, about 18 miles from Cobourg; Wash- 
~oh, 25 miles from Cobourg, and Campbellford, 35 
miles. There are other small villages, such as Centerton 
and Myersburg. The survey and plans are made and filed 


with the Dominion Government and formally approved - 


by them. The line is under an agreement to lease to the 
Canadian Pacific on the basis of 40 per cent of the gross 
earnings payable to the company. The Canadian Pacific 
agrees to provide the equipments of all kinds, and operate 
the line, giving efficient service. The Government bonus 
is $3,200 a mileand the total municipal bonuses amount 
to $93,5U0 payable in municipal debentures worth over 
par, and bearing four and five per cent. interest. The 
work of construction has not yet commenced, though, 
as stated,a conditional contract has been entered into. 
There will be one iron bridge, about 200 ft. long, at 
crossing of the Trent River. The contractors’ agent is 
C. H. Bowen, C. E., Sherbrooke, Que. 

The officers of the company are: President, Hector 
Cameron, Q. ©C., Cobourg, Ont.; Vice-President, Robert 
Mulholland, Peterboro, Ont.; Secretary-Treasurer, Geo. 
Guillet, M. P., Cobourg; Solicitor, W. R. Riddell, Bar- 
rister, Toronto, and Engineer, Frank Turner, Toronto. 


Dallas Terminal.—The Texas Railroad Commission 
has approved the issue of $80,000 first memnee bonds of 
the Dallas Terminal & Union Depot Co This is a single 
track line, owning four miles of road at Dallas, Tex., 
connecting with the Texas & Pacific and crossing the 
Gulf, Colorado & Santa Fe, the Missouri, Kansas & 
Texas, and the Houston & Texas Central. The road is 
for switching purposes, and when cumpleted will be 
about 20 miles in length, including a double track. 


Detroit & Mackinac.—The extension of this road 
through Arenac County is now prac ically completed to 
Omer, the county seat. which will be the terminus of the 

resent work. This line is about 15 miles long and 
Cegins at Emery Junction, where the line to Rose City 
branches off to the north from the main line of the 
road. The new line extends south of Emery Junction to 
Omer, within a few miles of the north side of Saginaw 
Bay. The line has been surveyed from the latter town 
into Bay City and Saginaw, the distance to the former 
town being about 35 miles. This line may be put under 
contract during the am year. It will be parallel to 
the Michigan Central. 


Eikten & Middleton.--It is stated upon excellent 
authority that the work of building this road will be 
begun as soon as the change of line is completed’ north 
ot Elkton, Md. This road was begun in 1894, and built 
through Elkton south a short distance to the Elk River, 
where the work ceased. Branches were also built to con- 
nect with a number of factories. Some $90,000 has already 
been expended for the right of way. 


Fulton Cnain.—This is the name of a company char- 
tered in New York State this week to construct a stand- 
ard gage steam railroad two miles in length, from the 
“Old Forge House”? on the Fulton chain of lakes to 
Fulton Chain Station on the Adirondack division of the 
New York Central. Capital, $60,000. Directors—Victor 
Adams, Titus Sheard, Homer P. Snyder, Judson Gilbert, 
and others of Little Falls. 


Grand Trunk.—The company is locating a branch 
from Welchville, Me., to a point near Oxford village 
and thence back to the main line near Paris. Paris and 
Welchville are about 8 miles apart on the main line. 


Galv ston, La Porte & Houston.—The receivers 
have asked for permission to issue receivers’ certificates, 
and the;application has been referred by Judge Bryant to 
Morgan M. Mann, Special Master. The receivers recite 
that in order to defray the operating expenses and to 
purchase the noses? addition of rolling stock, ma- 
terials, etc., to pay the labor rolls due since September 1, 
1895, to put the road in condition to compete with other 








roads for business, and to be operated with expedition 
and safety, the sum of $250,000 will be required. The 
a plication is accompanied by the following statement 
of estimates from Chief Engineer Simmons: 


Completing Galveston bay bridge ... ........ ot ceeeeee B21,850 
Building connections across Buffalo to Bayou........... 44,504 
Ballasting 53.4 miles @ $1,000 ..... 2... - ces ccccccescees 53,490 
MGM ISIOOK 370015 52s ese acce yescagedesienes;  -cessaees 78,894 
Buildings, miscellaneous, etc.......ccccecccecceccecseceees 1.300 

ROURT TOGUINOGS 5-05.55 cecoaeoosecves aeistekenen canaees $279 949 


Gulf and Interstate.—Some weeks ago this road had 
completed its line from Point Bolivar, which is on Gal- 
veston Bay, opposite the city of Galveston. to its pro- 
p»sed terminus at Beaumont, Tex., on the Sabine River, 
with the exception of a section of twelve miles. It was 
announced tht this section, which would connect the 
ends of the two divisions which had been built from 
Point Bolivar and Beaumont, would be a 
Jan. 1, but the work still remains in its uncomple 
shape, and there seems to be no present prospect of the 
track being laid. The grading has been done and the 
material for completing the construction is said to have 
arrived at Texas. Early last year a bonus was voted by 
the town of Beaumont if the road between Galveston and 
that town was completed before Jan. 1. The time has 
been several times extended, finally to Jan. 30, but from 
the present indications the company will not complete 
its road in time to earn the subscription. The distance 
between Point Bolivar and Beaumont is 70 miles, and 
a on 58 miles had been all completed by Dec. 15 

ast. 


International Radial.—This is the name of acom- 
pany at Hamilton, Ont., which has taken outa charter 
that seems to embrace great possibilities. The great 
four-track north and south Dakota-Texas road is a small 
affair compared with this project. By building in all 
directions at the same time the company can quickly 
gridiron the whole of North America. The announce- 
ment states that the company proposes to construct a 
railroad radiating from Hamilton in four directions; a 
Georgian Bay Division to extend northwest to Owen 
Sound, 110 miles; the Huron Division, from Hamilton 
westerly through Galt, Berlin and Waterloo to Gode- 
rich on Lake Huron, 90 miles; a line through Brantford 
and Woodstock to St. Mary’s, 70 miles, with a branch 
of 35 miles from Brantford to a point on Lake Erie near 
Long Point; and the Buffalo Division, extending to 
Fort Erie or Buffalo, 55 miles, with a branch of 20 miles 
to the mouth of the Grand River, making a total of 
380 miles. In view of the naive air of this announcement 
it might be suspected that the projectors were not solid 
and conservative: but the closing paragraph reassures 
us: it reads: ‘** Part of the new lines will be operated by 
steam and part by electricity.” 


Lake Superior & Ishpeming.—This new road, to 
connect Ishpeming, Mich., with Marquette, a distance 
of 19 miles, is now under construction, about 700 men 
being at work. The surveys were completed some time 
ago, and the contractors, Winston Brothers, of Minne- 
apolis, began work in November. The bridge over Dead 
River will be 300 ft. long. Other particulars concerning 
the road were given in the Railroad Gazette of Dec. 6. 
— names of the officers of the road are given in another 
column. 


Louisville & Nashville.—The Pine Apple branch now 
terminates within three miles of the town of Pine Apple, 
Ala., and the townspeople have inaugurated a movement 
to build a road from the town to the present terminus of 
the road. The proposition is that the people build the 
road, turning it over to the Louisville & Nashville for 
operation. If this is accepted, it is said that the work 
of building will be commenced at once. 


Mexican Railroads.—The Mexican Financier re- 
— that the following concessions for new railroads 

ave recently been announced by the Mexican Govern- 
ment: To J. B. Frisbie & Co., Jalapa or Pacho Biejo to 
a connection with the Mexican Railway by way of 
Coatepec, Jico and Huatusco; Felipe Martel, from Caza- 
dero on the Central to a point near Solis on the Na- 
tional; to the Mexican Industrial Company for various 
lines connecting peat beds in the Federal District with 
various manufacturing plants. It is said that this last 
charter is in the hands of Boston people. 


Mob lve & Birmingham.—The new line to be built by 
this company into Selma, Ala., will probably start from 
Safford on the present line, making the distance into 
S2lma about 24 miles. At present, as stated last week, 
the company uses the tracks of the Southern Railway to 
reach Selma. 


M bile & Girard.—A movement has been started in 
Brewton, Ala., to have the road extended from its 
present terminus, Seabright, south te Brewton, and the 

romoters of the pie believe that they will be success- 

ul. The original charter of the railroad provided that 
it should intersect the Alabama & Florida, now the 
Mobile & Montgomerv road, at or near the place at which 
the town of Brewton has been built up. 


Mount McGregor.—Thisroad has been sold to Charles 
E. Arnold, of Albany, and Charles Haynes, of Hudson, 
N. Y. Itisa narrow-gage line extending from Sara- 
toga to Mt. McGregor, built in 1883. The purchasers 
state that they will build a line from Wiltonville, a point 
about midway between Saratoga and Mount McGregor, 
to Glens Falls. The work of surveying this line was 
begun Jan. 20. 


New Roads.—It is reported that a company has been 
incorporated to build arailroad from Campbellton, at the 
northern extremity of New Bruns“ick, on the Bay of 
Chaleurs, southwesterly toward the Maine boundary, 
with theidea of connecting with the Bangor & Aroostook. 
The line would extend through the counties of Resti- 
gouche, Victoria and Madawaska. The length of the 

rojected line is ab ut 110 miles, and it lies through a 

ertile country heavily timbered with spruce, cedar and 
hard woods’ The names of H. C. Secord and F. R. Bos- 
selly, of Toronto, are given as the chief promoters. 


Nova Scotia Southern.—The construction work on 
this road through Central Nova scotia has been sus- 
pended for the winter, but is to be resumed as soon as 
the weather permits. So far only a few miles has been 

raded. The main line is to extend from Shelbourne Har- 

or, on the southern coast,via Indian Gardens,Caledonia, 
Brookfield, Pleasant River and Hemford to New Ger- 
many (junction with Nova Scotia Central), 7614 miles, and 
from Indian Gardens to Liverpool, 1944 miles. The sur- 
veys have been completed, and it is expected to finish the 
road this year. The contract has been let to the New 
York Contract Co., of 80 Broadway, New York City, 
about three miles, graded, work to be resumed as soon as 
weather permits. [fhe work is light, with a maximum 
grade of 1.50 percent. The steel bridge work includes 
one of 150 ft., three of 125 ft., three of 80 ft., seven of 50 
ft, R. J. Hervey, of 80 Broadway, is,President. 
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Pennsylvania.—The Fairhill branch at_Philadelphia 
will be opened for traffic in a few days. The road has 
been completed, and Chief Engineer Brown turned it 
over to the operating —— some daysago. Some 
slight delay in opening the branch has heen caused by 
the fact that the Fairchill Company is a separate organ1- 
zation. The road is 1.34 miles long. 

Chief Engineer Brown has prepared a statement of new 
track built on the various lines east of Pittsburgh, the 
total being about 50.4 miles. This is new track, the new 
road amounting to 21.6 miles. The new track was laid 
on the following lines, 


United Railroads of New Jersey: Miles. 
Old Bridge at South Amboy, N. J...........ccseceee vee icene Se 
Second Street to Frankford Junction..................0+. o. O97 


Pennsylvania Railroad: 
Downingtown te Thorndale... 


Deere eecereweeeee 


Gordonville to Conestoga Cree 












Salunga........... entation .cnacad ees dedasdvacaeguapexse coeses Mae 
PEGG VINE LO COUD 6c icccacesccasccccesscese pddebtanedenedetaed 4.07 
ME cc ca ccncdacdec sce densi eniicl ceaudsddadaccais eeadaae 0.66 
Bee ge eae Deudevee: Goeana eadeead 4.88 
Johnstown Branch .......... rere ee eeaceceness Picuecmaewes ae Beat 
NWIMSFON CO TOW PIOUONOS .. oi ccccccccveccecceocssecetecse 
Blairsville Intersection to Derry..... deiecadeceneucece 
Wilmerding Branch.......... — ......5 ggusatcnceacwernas 
West Pennsylvania Railroad--Sang Hollow Extension.... 
Pittsburg, Virginia & Charleston,............c.ccecscceseecs 5.84 
Bere WI gods cisuicesscnreccincesscees iaveeecdaeed naeee Tee 
Philadelphia, Wilmington & Baltimore Railroad—Ulay- 
mont Branch in Delaware ....... .....ssscccsceseeess +. 065 
Baltimore & Potowac Railroad—New line at Patapsco.... 2.13 
Pennsylvania & New Jersey Railroad..............+-- wees 461 


The new track on the Pittsburgh, Virginia & Charles- 
ton is second track between Monongahela City and Pitts- 
Lm i the work at Downingtown, Atglen, Gordonville, 
Rockville, Tyrone and Blairsville intersection was four 
ge = ineveh to New Florence was third track- 
ing. The old bridge track was a freight yard. The 
Sang Hollow extension, the new line at Patapsco, the 
new track on the Fairhill Railroad, the Pennsylvania & 
New Jersey road, on the Glaymont branch, at Salunga, 
Rope Ferry, on the Johnstown-Wilmerdiny branch are 
al! extensions of branch roads or changes of lines. The 
total amount of new second, third and fourth tracks 
added - the Pennsylvania Railroad mileage this year is 
25.84 miles, 


Potomac & Ohio.—A bill has been introduced in the 
Virginia Legislature to extend the time for beginning 
work-on this road two years. This road is to con- 
structed between a point on the West Virginia line 
within the counties of Rockingham or Shenandoah. The 
incorporators are Michael B. Harlon, J. Clinton Forrest, 
Frederick Mertens, Park Agnew and James R Caton. 


Spartanburg & Henrietta.—This road, which it is 
proposed to build from Spartanburg, S. C., to the new 
cotton mill town of Henrietta, N. C., willsoon be begun. 
It seems that the city of Spartanburg voted $25,000 to- 
ward the project in 1882, and two years later Spartanburg 
Township, of Spartanburg County, S. C., also voted $25,- 
000  ‘en—ene, This gives the new road $50,000 to start 
with. 


Southern California & Salt Lake.—Articles of in- 
corporation were filed Jan. 21 in the County Clerk’s 
office at Los Angeles. The company proposes to con- 
struct a standard-gage railroad from Needles, Cal., to 
Milford, Utah. The line runs through Blake, on the 
Atchison, Topeka & Santa Fe, thence northeasterl¥ 
through the southern portion of the state of Nevada to 
Milford, 295 miles. Capital, $7,000,000. Trustees: W. H. 
Carlson, San Diego; J.B. Clarke, Butte, Mont.; J. M. 
Metcalf, of Omaha, Neb.; A. B. Hotchkiss, Los Angeles, 
and D. C. Reed, San Diego. 








Electric Railroad Construction. 





Argo, Colo.—The village trustees have given a fran- 
chise through the town to the new railroad company, 
which proposes to build an electric road from Denver to 
Golden, passing through Globeville, Argo and other 
towns. 


Baltimore, Md.—Work will soon be begun on the 
ower station at the Patapsco River for the Columbia & 
aryland Railroad. This station will supply the power 
for the Baltimore division of the road, while another 
lant will be put in on the Potomac for the Washington 
ivision. Each station will be equipped: with four 700 
kw. generators, four 900 H. P. engines and 10 boilers of 
.P. each. A contract for the engines has been let 
to McIntosh & Seymour, of Auburn, N. Y., and for the 
boilers to the Campbell-Zell Co., of Baltimore. The Bal- 
timore section of the road is 16 miles long and extends 
to Ellicott City, and the Washington division is 10 
miles long and extends to Lorely. It is hoped to run 
cars on these sectionsabout June 1. The middle section, 
extending from Ellicott City to Lorely, 13 miles, will be 
put under construction about April 1. 


Carlisle, Pa.—Rights of way are being secured for 
the electric railroad between Carlisle and Boiling 
Springs, and itis expected to have it in operation by 
July. An extension will probably be built from Boiling 
Springs to Mt. Holly during the summer, 


Cherryfield, Me.—Articles of association of the 
Cherryfield & Millbridge Electric Railroad have 
been filed with the Railroad Commissioners. The 
capital stock is $30,000, and some of the directors are 
s. D. Leavitt, of Eastport; Geo. A. Curran, of Calais; 
W. M. Nash, of Cherryfield, and James Mitchell, of 
Portland. The road will be five miles in length and will 
connect with the Washington County Railroad. 


Chicago, Il].— The Brainard Traction, Light & 
Power Co. has been incorporated, with a capital stock 
of $300,000, by John G. Campbell, Edward C. Elliott and 
William Brace. 


Cleveland, O.—The Cleveland & Chagrin Falls Elec- 
tric Railroad Co. has secured the right of way through 
the townships between Chagrin Falls and Cleveland. 
The route has not yet been determined, but work will 
begin on the line May 1. 


Colorado Springs, Colo.— The Cripple Creek Electric 
Car and Power Co., composed of Pittsburgh capitalists, 
has been organized. The company proposes to connect 
Cripple Creek with Colorado Springs and Canon City, 
and also to furnish power to the mines. , 


Columbia, S. C.—The Columbia Electric Railroad 
may be extended four miles to Granby, on the Congaree 
River. 


Defiance, O.—It is proposed_to construct _an electric 
railroad from Fort Wayne to Defiance via Evansville, 
Bryan, Williams, Farmer, Center, Hicksville and Mays- 
ville, a distance of 60 miles. Most of the right of way 
has been secured. 


Mansfield, O.—The Mansfield, Savannah & Welling- 
ton Electric Railroad Co. was incorporated last week to 


build an electric road_from Mansfield to Wellington, a 
distance of 35 miles. The capital stock is $100,000, and 
the incorporators are: Z. S. Stocking, of Cleveland; New- 
ton Harvout, of Ashland, and T. Y. McCray, Nelson 
Ozier, B. F. Platt, and T. B. Martin, of Mansfield. 


Meadville, Pa.—The Councils have granted a 35-year 
franchise to the Meadville Street Railroad Co. for the 
construction and operation of an electric street railroad. 
The company is pad ge the city a cash bonus of $4,000, 
and build not less than 614 miles of track inside of a 
year. 


New Orleans, La.—The City Council has granted 
an extension of the franchise of the Canal and Claiborne 
Street Railroad Co., and work will be commenced soon 
oa the extension and the reconstruction of the main 
ines, 


Niagara Falls, N. Y.—A franchise has been given to 
the Niagara Falls & Lewistown Electric Railroad to 
build a double track road on Second street. The com- 
pany isrequired to pave the entire width of the street. 

his franchise takes the place of the Third street fran- 
chise granted last autumn. 


Philadelphia.—The extension of the Holmesburg, Ta- 
cony & Frankford Passenger Railroad from Bridesbur 
through Tacony and up Bridge street to Frankfor 
avenue, was opened last week. Arrangements are being 
made to extend the road to Bristol, and it is expected to 
have the extension in operation by summer. 


Pittsfield, Mass.—The Pittsfield Electric Street Rail- 
road Co. has filed a petition at the State House, asking 
for authority to extend its line in and through the town 
of Dalton, and to issue additional stock and bonds to an 
amount not exceeding $75,000 each. 


St. Augustine. Fla —Surveys and plans have been 
made under the direction of J. F. Le Baron, of Jackson- 
ville, Fla., for an electric extension of the Jacksonville, 
Mayport & Pablo Beach Railroad, and Navigation Co.’s 
road from Burnside Junction toSt. Augustine, via Pablo 
Beach and Deigo, about 33 miles. 


St. Louis, Mo.—The franchise of the People’s Rail- 
road Co. reverts to the city through the failure of the 
company for the last two years to pay the $4,000 a year 
to the city for the use of the streets. An extension of 
time may be given to the company in which to make the 
payment. If this is done, the company will make appli- 
cation to change its present cable motive power to the 
underground system of electricity. 

The contracts for the machinery required by the St. 
Louis & Manchester Railroad Co. have been awarded. 
The two 800-kw. generators will be furnished by 
the General Electric, and the two 1,200-H. P. engines are 
to be of the Hamilton-Corliss type. 

Work has been commenced on the St. Louis & Mera- 
mec River Electric Railroad, known as the Howard road, 
and a large force of men are at work grading the line 
between Edgebrook and Old Orchard. One of the con- 
ditions upon which the franchise was granted is that 
the road be completed to Webster Groves before June 1. 


Tarrytown, N. Y.—The Tarrytown Electric Rail- 
way Co. has petitioned the Board of Trustees for a fran- 
chise to build an electric railroad through Tarrytown by 
way of East View to connect with the railro:d at Elms- 
ford for White Plains. The capital stock is $50,000, of 
which $40,000 has been subscribed, and the remaining 
$10,000 is offered for public subscription to the residents 
of Tarrytown. Some of the directors are William 
a ler, Louis Stern, John D. Archibald and Robert 

well. 


Toronto, Canada.—The Toronto Hamilton & 
Niagara Falls Electric Railroad Co. has given notice of 
application for a charter at the next session of Parlia- 
ment. 








GENERAL RAILROAD NEWS. 





Baltimore & Ohio.—-The monthly meeting of the di- 
rectors held on Jan. 15, which was looked forward to 
with considerable interest, was not productive of any 
action in regard to questions relating to the manage- 
ment of this company at present interesting the public. 
The committee appointed to modify the]by-laws reported 
that a plan had been drafted, but requested that con- 
sideration be postponed until a future meeting of the di- 
rectors. This plan, it is pretty well understood, provides 
that the financial management of the company shall be 
intrusted to a committee of the Board and that hereafter 
the chief duties of the President shall be in connection 
with matters pertaining more directly to its operation. 
The special committee of directors appointed to 
select a successor tu President Mayer also asked further 
time. Current gossip is that Mr. D. B. Robinson, Vice- 
President of the Atchison, Topeka & Santa Fe, has been 
asked to accept the presidency. 


Bangor & Aroostook.—The November statement of 
earnings follows: 











November: 1895. 1894. In .or Dec, 
GeOBS CAFD.... ccccccccccccccce $56 748 $14 516 T. $12,232 
Oper. Exp ....... CEsse Geese 33,174 25,742 I 7,432 

De COOP EP EERECCEEC $23,574 $18.774 I. $1,800 
Fixed GCRAPSO6.. <<. ccc: cccces 18,195 12,012 £. 6,183 

SNUG c cc concscecteccacene $5,378 $6,761 D. $1,383 


The December and January figures will probably show 
a large decrease from last year on account of the entire 
absence of snow this year, which prevents sledding and 
pone 5 ata shipment of certain important articles of 
traffic. 


Boston & Albany.—Boston papers report that they 
learn from a director of this road that the company owns 
25,000 shares of stock in the New England road, which 
were bought some time ago with money held by the tru3- 
tees of the company’s improvement fund. The purchase 
was made in co-operation with Mr. Cornelius Vanderbilt, 
and its purpose was the protection of the Boston & 
Albany against the New Haven Company. 

The rumors of the past week or two concerning the 

robable acquisition of the Boston & Albany by the New 

ork, New Haven & Hartford have not been traced to 
any reliable source. President Bliss is now away from 
home for several weeks, which seems generally to be the 
case when stories of this kind come out. 


Chester & Lenoir.—This road last week passed into 
the hands of a receiver Major G. W. F. oy om Presi- 
dent of the road, being appointed to that office. The 
suit was begun by a single bondholder, holding only 
$2,000, and it is said that all the rest of the security 
holders have agreed with the stockholders upon a plan 
of reorganization, and will see that the suit is conducted 
in a friendly manner. The road isa narrow gee line, 
110 miles long, from Chester, S.C., to Lenoir, N. C., and 
has had an er oii business since it was taken out 
of the Southern Railway System. Three engines, 4 


passenger cars and 31 freight cars have recently been 
ordered, and it is said that they will be delivered, not 
withstanding this suit 


Chicago Great Western.—President Stickney has 
made a report for the last half of 1895. The annual re- 
port for the year ending June 30, 1895, showed a deficit 
of $370,561. This poor result compelled the directors to 
secure in London a year’s loan of $350,000, which pro- 
vided for the company’s needs. The present report 
shows a gratifying recovery of business. Gross earnings 
in this time were $2,378,385, an increase of $415,335; net 
earnings, $706,149, an increase of $205,397. As the com- 
pany expended in this time for maintenance of way and 
equipment $614,713, against $456,929 in 1894, this result is 
considered specially encouraging. For the six months 
there is a surplus over all charges of $94,058, against a 
deficit of $89,319 in 1894. There is not, however, to be 
any dividend on the ‘‘A”’ preferred stock. The prospects 
for the first half of 1896 are fair, but not equal to 1895. It 
is stated in the report that it is at present almost useless 
to work for better rates. Apart from any any legislative 
obstacles, American products are selling at too low a 
level of price to bear any additional burden. The com- 
pany must look for better results to a reduction of oper- 
ating expenses. The company needs $1,179,038 for im- 
provements. It can renew its sterling loan, and will get 
a little money through payment of some of its charges 
in scrip; but fresh money must be secured, say $675,000, 
and this the board of directors desires to secure on prom- 
issory notes running from three to five years. 


Cleveland, Cincinnati, Chicago & St. Louis.—The 
oompees 1s now transporting freight in and out of 
Louisville, over the new Louisville & Jeffersonville 
bridge, The company uses the track of the Baltimore & 
Ohio Southwestern, from North Vernon to Jeffersonville, 
at a rental, it is said, of $27,500 a year and a proportion 
of maintenance. 


Daluth & Winnipeg.—Judge Nelson, in the United 
States Court at Duluth, Minn., Jan. 17, issued a decree 
ordering the sale of this road. The suit for foreclosure 
was begun in October, 1894. The road is 109 miles long 
from Duluth northwestwardly. 


Illinois Central.—President Fish has issued a cir- 
cular addressed to the stockholders part of which fol- 
lows: The constant and marked improvements made . 
in recent years in the track, in the ¢«quipment, and inthe 
terminal facilities as well, have at length put usina 
eae to haul grain of all kinds, especially corn, from 

llinois and other Northwestern States, to New Orleans 
for export. 

The following table shows the shipments since the 
present crop was assured : 

Exports of ‘orn for 13 Week:, 
Oct. 6 to Dec. 29, 1894 and 1895 \ 


1894. 1895. Increase, 

Bushels. Rushels Bushels 

From all United States ports. 2,979,587  21.965,010 —_ 18,985,423 
Of which from New York.... 1,2°9,097 7,388,898 6,089,801 
And from New Orleans..... - 157,436 5,452,829 5,295,39° 


During each of the last five weeks a larger volume of 
corn has been shipped from New Orleans than from New 
York. 

The distance from Chicago to New York and to New 
Orleans being the same (913 miles), and the ceater of the 
production of corn and other grain lying to the west 
and south of Chicago, it is obvious that, with our low 
grades and our freedom from the payment of arbitrary 
charges for the use of bridges or terminals, we can con- 
tinue to hold this traffic. Our control, under one man- 
agement, of the railroads from the point of production 
to the sea, and our ownership of the wharves and eleva- 
tors at New Orleans, enab’e us to give quick dispatch 
to vessels, and to return our cars northward without 
delay. Having now added to the position of New Or- 
leans as the great cotton port of the world, this capacity 
for conducting a large commerce in the export of grain, 
we are now taking steps to enlarge our wharf facilities 
there with a view to — to the present business in 
the importation of tropical fruits, an inward trade from 
Europe, the West Indies and Central America, in all 
those lines of goods of which such vast quantities are 
consumed in the upper Mississippi Valley. 

This and other large increments in tonnage, and a 
steady, though comparatively slight, increase in 
the earnings from passengers, enable us to safely count 
on making the following showing: 


Six Months from July 1, to Dec. 31, 1894, } 
and 1895. (Dec., 1895, Estimated.) 
1894, 1895, Increase. 
Gross receipts fron traffic... . $9 828,006 $11,265,000 $1,136 994 
Operation expenses and taxes. 6,960.447 7,210,000 249,553 


Net receipts from traffic .... $2,867,559 $4,055,000 $1,187,441 


Even if our confident expectation of increased earn- 
ings during the remainder of the year should fail, we 
already have from traffic a sufficient gain to pay, more 
than twice over, the five per cent. dividend on the $10,- 
000,000 of fresh capital recently authorized. 

The interest on the funded debt has been reduced by 
the extension, at four per cent., of the $2,500,000 (£5C0,- 
000) of six per cent. bonds which matured April 1, 1895, 
and by the usual payment of $50,000 (£10,000) of five per 
cent. bonds through the sinking fund. On the other 
hand, we have collected, in cash, some $800,000 of inter- 
est, which has been ——— for eight years, on the 
Cedar Falls and Minnesota bonds, purchased last year, 
as well as a full year’s interest (viz., the coupons due 
Feb. 1 and Aug. 1, 1895) on the first mortgage bonds of 
the Chesapeake, Ohio & Southwestern Railroad Com 

any. In anticipation of the wt of the $7,000,000 
con contracted in 1895, we have already paid $2,000,000, 
leaving outstanding $5,000,000, against which we hold 
some $7,250,000 of first mortgage bonds yielding an in- 
come of over $450,000 per annum. 


Mobile & Girard.—The directors have filed a claim 
against the receivers of the Central of Georgia for $22,- 
722, which they claim as rental on the road from June 1, 
1892, to August 12, 1893, when the receivers under the 
order of court offered to transfer the | ed to the 
President and Board of Directors provided they did not 
wish the receivers to continue to operate it and pay as 
rental only what was made as net earnings. They have 
also made a claim for $45,500 as interest on the outstand- 
ing bonds of the company for that time, these claims 
being made under the agreement which existed between 
the Mobile & Girard and the Central of Georgia, when 
it was operated by the latter. In March, 1893, however, 
the Mobile & Girard was placed in the hands of Re- 
ceivers Comer and Hayes under a separate bill in the 
Alabama courts. The receivers have no funds for the 
payment of the claims. 





Moncton & Buctouche.—This New Brunswick rail- 
road has been reorganized, and arrangements have been 
made for equipping the line so that it can be put in 
operation next summer. The road is 32 miles long, from 

oncton, N. B., northward to Buctouche. The only di- 
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rector of the company now residing in New Brunswick 
is Mr. John L.. Harris, of Moncton, The manager is Mr. 
F. M. Hall. 


North Carolina.—The property of this road has now 
been put on the tax-list, and will for 1896 pay taxes for 
the first time since it was chartered fifty years ago Ata 
meeting of the Board of Directors held at Burlington, 
N. C., last week, a dividend of 614 percent. was declared, 
31g per cent. payable Feb. 10 and 3 per cent. payable 
August 10. The terms of the charter of the road exempt it 
from taxation until the earnings ot the company “shall 
exceeil 6 per cent. per annum on the capital stock.’ 
Although the road was believed to be earning more then 
6 per cent. for a number of years, the dividends declared 
were year after year held down to6 per cent It was the 
fight which the State was making to get this property on 
the tax-books that caused the Governor and State Direct- 
ors to so strongly advocate the recent re-lease of the road 
to the Southern Railway. The valuation of the road is 
assessed by the Railroad Commission at $2,074,617. The 
capital stock is $4,000,000. Last year the income was 
$1,225,594; operating expenses, $859,182; net earnings, 
$356,412. 

Northern Pacific & Manitoba.—Complaint has been 
filed in the United States Circut Court_in the suit 
brought by the railroad company against Henry Vill- 
ard for an accounting. The complaint alleges that Mr. 
Villard is indebted to the railr company for the sum 
of $545,433, the balance unaccounted for in the sule of 
bonds, while he was President, of the Oregon & Trans 
continental Company. 


Philadelphia & Reading.—In the United States Cir- 
cuit Court at Philadelphia, on Jan, 15, Judge Dallas 
granted leave for the filing of the petition of holders of 
5,600 shares of railroad company stock, asking to inter- 
vene as parties defendant in the suit brought for fore- 
closure of the general mortgage. The petitioners , raise 
the question that the court has no jurisdiction. No 
action was taken further than filing the petition. It was 
to come up for hearing on Jan. 21. 


Philadelphia, Reading & New England. — Mr. 
John S. Wilson, formerly President of the railroad 
(Poughkeepsie Bridge System), has issued circulars to 
bondholders stating that, in consequence of the Phila- 
delphia & Reading reorganization plan ignoring their 
igen, and other equally unsatisfactory developments in 
the company’s affairs and the prices of its securities, the 
Girard Life Insurance & Trust Co. has been asked to re- 
ceive the various bonds of the company on deposit. This 
deposit is under an agreement made with a committee, of 
which Mr. Wilson is Chairman, looking to the protection 
of holders of securities. 


St. Louis & San Francisco.—Judge Adams, of the 
United States Circuit Court, at St. Louis, has overruJed 
the exceptions to the report of the Master in the 
matter of the petition of the Receivers for authority to 
disaffirm contracts with the leased lines known as the 
St. Louis, Salem & Arkansas, the Kansas City & South- 
western, the St. Louis & Southwestern and the Kansas 
Midland. The Master reported against the petition of 
the Receivers to cancel these contracts, on the ground 
mainly that the leased lines were valuable either as 
essential parts of the road or as feeders thereto. 


Union Pacific.—A majority of the shares of stock of 
the company has been deposited with the committee 
under the reorganization agreement. The committee 
has previously reported the receipt of a majority of 
first mortgage bonds. The November exhibit of earn- 
ings shows an increase of $84,924 in gross earnings, a 
reduction in operating expenses of $226,643, a net gain of 
$411,567. The earnings of all the divisious were larger 
than for 1894, while there was a savingin expenses. The 
statement shows: 


UNION PACIFIC PROPER. 








November. 1895 1894, Inc. or Dec, 
Gros3 €arn..........++ $1,362 813 $1,333,110 I, $29,703 
DEE SDED | <eccosececees 809, 96 974,895 D. 174,299 

NOC GRIN ..0000% cvcee $562,217 $358,215 I. $204,002 
DER ENG |... «5s c00xe0a0 1,822 ia 060C—~tés«—C 

Jan. to Nov. 30. 

Gross @arn..........06 $13,193,859 $13,707,161 D. $513,301 

a ee $5,131,211 $1,310,293 I. $790.918 


OREGON SHORT LINE & UTAH NORTHERN. 
November. 





Gros3 earn........---- $500,749 $467,773 I. $32,975 
ee $265,199 $109,577 I, $'55,921 

See 1,427 ee @8=—S—SCt=éCs aw nw 
Since Jan. 1. 

Gross earn .........+. $4,923,120 $4,626,643 I. $295,476 
ff $2,182,259 $1,303,906 I. $878,353 

TOTAL OF UNION PAC'FIC SYSTEM. 

November, 

Gross earn...... --++- $2,134,204 $2,049,280 I, $84,924 
Net earn....ce....05 $91,791 $190,223 «I. $411,567 

Da ciintsccessnvee 5,291 ——— 6=—3h—i(‘(i‘ Y”!:*éC 
Jan. 1 to Nov. 30, 

Groes GREN....ccorceve $20,477,600 $21,462,222 D. $981,622 
GE GOTBois. ccassvee $7,630,353 $5,993,095 I. $1,637,257 


The Congressional (House) Committee on Pacific 
Railroads has decided to begin, on Jan. 27, a series of 
hearings to all who wish to be heard upon the subject of 
the indebtedness of the Pacific railroads to the Govern- 
ment. Among those who will appear before the com- 
mittee is a delegation from a recent mass meeting held 
in San Francisco, who will oppose any settlement except 
that which provides for Government ownership. The 
case of the Salen Pacific will be the first considered. 
The Senate Committee will also give hearings, begin- 
ning Feb. 1. 

Western New York & Pennsylvania.—The annual 
meeting was held last week at Philadelphia, and a state 
ment of earnings for the six months, since the close of 
the fiscal year on June 30, was submitted. The gross 
earnings were $1,834,680, an increase of $45,131 over the 
earnings for the six months of the previous fiscal year. 
The operating expenses were $1,302,979. But at the be- 
ss of this year it was decided to do away with the 

vetterment account. Therefore, to make proper com- 
— with 1894, $100,753 spent on construction should 
ve deducted from this sum, leaving $1,202,236 as the 
»perating expenses. Using that figure, for comparisons, 
expenses increased $45,194, which is more than accounted 
for in the increase in one item of about 2,000 tons more of 
new rails laid this year than last. The net earnings for 
the past six months are $531,701, to which, for purposes 
of comparison with 1894, should be added the above 
named sum spent for betterments, $100,753, the new total 
being $632,454. The net earnings for the same period in 
Isvt were $632,516, there being, therefore, a decrease of 
$62. President De Coursey says that traffic has increased 
in the items of anthracite coal, general merchandise, 


iron, iron ore and bark. Soft coal and ice and lumber 
traffic has fallen off; but an increase of business in lum- 
ber is looked for with the opening of spring. 








Electric Railroad News. 


Brooklyn, N. ¥Y.—Justice Gaynor of the Supreme 
Court in Brooklyn has decided in favor of the Brooklyn 
Heights Railroad Co. in its suit against the Kings 
County Electric Railroad Co. for possession of Avenue 
N for a route to Bergen Beach. The Kings County Co. 
is a branch of the Nassau Electric Co. 


Chicago.—The City Council has passed the General 
Electric ordinance over the Mayor’s veto granting that 
company a franchise for a street railroad. 


Cleveland, 9.—Notice has been given to the stock- 
holders of the Akron, Bedford & Cleveland Electric Rail 
road that a meeting will be held Feb. 15 to consider in- 
creasing the capital stock from $300,000 to $1,000,000. 
The road from Cleveland to Akron isas yet uncompleted, 
extending only to Cuyahoga Falls, and from that town 
to Akron the passengers are transported by another line. 
It is intended to use part of the money acquired by re- 
capitalization in completing the road. 


Hagerstown, Md.—The City Council has repealed 
the ordinance granting a franchise to the Hagerstown & 
Potomac Electric Railroad Co., because the company 
failed to put up the $2,500 good faith bond by Jan. 15. 
Col. Wm. F. M. McCartey has asked the ual to grant 
him a franchise. 


Norristown, N. J.—The Citizens’ Passenger Railroad, 
the Norristown Passenger Railtoad, the Montgomery 
Passenger Railroad, and the Conshohocken Railroad 
companies have been combined into the Schuylkill 
Valley Traction Co. C. D. Beebe is President and 
Tnomas Craig, Secretary. 

Salem, Mass.—The Council has adopted an order 
taxing the street railroad for its franchise to the amount 
= five per cent. of its receipts and $50 for each car run in 
the streets. 








TRAFFIC. 


Traffic Notes. 


The Western & Atlantic has given notice that it will 

— raw from the Southern Passenger Association on 
‘eb. 1 

The Cleveland, Canton & Southern announces round 
trip rates at two cents a mile to the principal points on 
its line. The competition of electric street roads has 
tuken away a good deal of business. 

Six excursions will be run to Jamaica by the steam- 
ships of the Plant Line, leaving Port Tampa Jan. 17 and 
31, Feb. 14 and 28, March 13 and 27. The round trip rate 
from Port Tampa to Kingston, Jamaica, is $75, 

At the annual meeting of the Lake Carriers’ Associa- 
tion in Detroit, Jan. 15, it was reported that the amount 
of freight carried by the vessels of members of the Associ- 
ation, during the past season, was 617,880 tons, which is 
27,744 tons more than for the year ending March 31, 1895. 

It is reported that the coal rate war in Colorado has 
been settled. The reduced passenger rates which were 
put in effect as an incident of the coal rate war were 
ordered withdrawn within a few days after they were 
issued, but the statement concerning the restoration of 
coal rates sounds somewhat equivocal, and it is not very 
clear whether the whole difficulty is settled. 

The ‘ pink ticket,” or identification check system, 
which is in use on the sleeping cars of the New York 
Central and its connections, is to be extended to the 
West Shore and its connections, the Fitchburg, the 
Nickel Plate, the Grand Trunk, and the Wabash. 
With these tickets, described in the Railroad Gazette 
of March i, 1895, passengers give up their railroad tick- 
ets to the first train conductor and receive a pink slip, 
which is not surrendered until they reach their destina- 
tion. The railroad tickets are put in an envelope which 
each conductor, on reaching the end of his trip, turns 
over to the next conductor. 

Judge Grosscup, in the United States District Court, 
in Chicago, Jan. 20, quashed the indictments against 
Isaac Thompson, a Kansas City shipper; Manager 
Jenkins, of the Hammond Packing Company, and Nel- 
son Morris, of Chicago, who were charged with viola- 
tions of the Interstate Commerce law, in the matter of 
rebates. The judge held that a shipper could not be 
held for a violation in accepting a rebate. In the same 
connection John A. Hanley, formerly General Traffic 
Manager of the Atchison, Topeka & Santa Fee, and J. 
W. Reinhart, formerly President of that road, were ad 
judged to have been properly indicted on two counts, 
which set forth that they yiolated the [act by giving 
rebates. 





Chicago Traffic Matters, 
CHICAGO, Jan. 22, 1896. 


A number of Western college presidents and profes- 
sors have recently been petitioning Western roads for 
free transportation on the ground that they are ina po- 
sition to route much student business over the different 
lines on which their institutions are located. Chairman 
Midgley, of the Western Pass Agreement, has ruled that 
these applications be ignored, as the issuance of such 
transportation would be in direct conflict with the agree- 
ment, which prohibits the giving of passes to influence 
business. In a private letter to the traffic managers, Mr. 
Midgley says that. more care must be exercised in the is- 
suance of annual passes to representatives of private car 
companies. Ithas been discovered that some.of the 
roads have received five and six applications from one 
private car company. Mr. Midgley rules that but one 
application from each of these concerns is to be honored. 

he committee of five General Freight Agents, ap- 
pointed to consider, and settle if possible, the question 
of percentages in the division of grain among the compet- 
ing lines from lower Missouri River gateways to the East, 
has failed to reach an agreement, and the entire matter 
has been referred back to the executive officers. The 
Kansas City, Ft. Scott & Memphis does not want to in- 
clude its export grain traffic in the division, while the 
other roads say this inclusion is necessary for the success 
of the agreement. Executive officers are now in confer- 
ence over this matter, but are not very hopeful of a satis- 
factory settlement of the question. 

The manipulation of ten ride party tickets tetween 
Chicago and St. Paul continues to go from bad to worse. 
The Wisconsin Central still turns a deaf ear to all the 
schemes that have been sag age to stop the abuse. The 
demoralization caused by the manipulation of these 
tickets is worse than is generally —— Mr. Heaf- 
ford, of the St. Paul, has written to Chairman Caldwell, 
suggesting that Mr. Caldwell call a special meeting of 
the interested lines to again consider means to stop the 
abuse of these tickets. A conference on the matter will 
probably be held some day this week. 


The seven roads with lines between Chicago and Kansas 
City have unanimously decided to lengthen the runnin 
time of passenger trains from 15 hours to 15 hours an 
45 minutes, and to make the number of through trains 
the same over all lines except the St. Paul. To equalize 
matters the Santa Fe, the Alton and the Burlington will 
probably take off one train each. The changes will take 
mee just as soon as time tables can be made by the 

ifferent roads, probably not later than Feb. 1. The 
Santa Fe’s California Limited will not be affected by 
these changes, : 

—— representatives of the Denver & Rio Grande 
and the Rio Grande Western, and representatives of the 
Western Passenger Association roads, held a conference 
in this city Mon ay, regarding the membership of these 
two lines in the estern Passenger Association. No 
definite agreement was reached, but Chicago Officials 
believe that the Colorada lines will soon come into the 
new association. The Colorado Midland was not repre- 
sented at the conference. Tkis road will go into no 
agreement that is in any way subsidiary to the Western 
Passenger Association or any other organization, the 
headquarters of which are east of the Missouri River. 
The Colorado lines seem to be blindly patriotic to the 
trans-Mississippi country. : 

‘Tne total shipments of eastbound freight, exclusive of 
live stock, from Chicago, by all lines for the week 
ending Jan. 16, amounted to 77,011 tons, compared with 
74,862 tons for the previous week, an increase of 2,149 
tons, and against 43,588 tons for the corresponding week 

















of last year. The proportions carried by each r were: 
WEEK WEEK 
TO JAN. 18. TO JAN. ll. 
Roads. 

Tons. | p.c Tons. | p.c 
Michigan Central........... 8.547 11.1 9,406 12.7 
"eee 504 9.8 6,219 8.0 
Lake Shore & Mich. South. 9,557 12.4 11,496 14.0 
Pitts., Ft.Wayne & Chicago} 7,321 96 6,603 8.8 
Pitts..Cin.,Chi. & St. Louis.} 8,283 10.8 6,374 8.5 
Baltimore & Ohio........... 4122 5.3 4,461 5.9 
Chicago & Grand Trunk....|} 11,807 15.3 11,760 15.6 
New York, Chic. & St.Louis} 7,545 9.8 7,990 10.6 
MRccec) Snarky crane 8,201 10.6 4,616 7.1 
C., C., C. & St. Louis....... 4,078 5.3 5,904 8.8 
OUD 6 sivcnancninatecoeade 77,011 | 100.0 74,862 | 100.0 
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Of the above shipments, 5,424 tons were flour, 45,460 
tons grain and mill stuffs, 9,339 tons cured meats, 9,376 
tons dressed beef, 1,531 tons butter, 1,338 tons hides, and 
2,485 tons lumber. 





The Southwestern Traffic Association. 


A meeting was held in New Orleans, Jan. 15, 16 and 
17. An understanding was reached that the chairman 
should issue tariffs quarterly retaining the present form. 
It was agreed that the chairman should issue tariffs 
covering northbound as well as. southbound rates, it 
being understood that the various Texas lines should 
adopt such issues. The question of carload versus less 
than carload rates, which has been before the association 
for several months,was finally disposed of by cancellat’on. 

A resolution was adopted providing for a reduction in 
ates on certain commodities from New Orleans to 
Aransas Pass, Corpus Christi and Rockport, Tex., and 
another to establish a rate of 35 cents on cotton waste 
from New Orleans to Houston and Galyeston, An 
agreement was reached regarding rates on grain, re- 
storing the rates to Texas points, in effect September 1, 
1895, with the understanding that on export shipments 
_ rates to Galveston shall be the same as to New Or- 
eans. 


Filing of Interstate Tariffs. 


The Interstate Commerce Commission has issued an 
order requiring all tariffs of freight and passenger rates 
filed with the Commission to be numbered consecutively 
with the prefix ‘‘I. C. C.,” beginning with Feb.1. The 
circular refers to the confusion caused by the present 
lack of uniformity in methods, and says: 

All tariffs, circulars, classifications, or other schedules 
relating to rates which it is necessary under the law to 
file with the Commission, shall be numbered in the “TI. 
C. C.”’ series, as above prescribed, except that supple- 
ments and amendments to the same shall not be given 
separate “I. C. C.’’ numbers, but shall be issued as 
supplements or amendments to the schedules amended 
thereby, each bearing a consecutive supplement or 
amendment number. But supplements or amendments 
shall not be issued to tariffs dated prior to Feb. 1, 1896, 
but all rates issued on and after said date shall be in the 
form of new tariffs, numbered as herein prescribed, or 
as supplements or amendments thereto. Certificates of 
concurrence in joint tariffs must refer to the I. C. C. 
numbers of such tariffs. Where schedules are issued 
from more than one office of a carrier each official so 
issuing should use a separate set of I. C. C. consecutive 
numbers, to which should be added an additional prefix. 


Joint Traffic Association, 


At a meeting last week the Board of Managers dis- 
cussed the question of cartages at various points in 
the territory of the association and practically discon- 
tinued all allowances of this nature after Feb.1. The 
board divided itself into two committees, eastbound and 
westbound, the committee in charge of all eastbound 

uestions to be composed of Managers Murray, Gray, 

night and Cochran; the westbound committee is com- 
posed of Managers Smith, Hegeman, Burton and Gar- 
rett. Mr. Hayden is Chairman of both committees by 
virtue of his office. 

The Board of Control met Jan. 16, in the rooms of the 
Trunk Line Association, at 143 Liberty street, New 
York City. The following counsel for various roads 
in the association were also present: Frank Loomis, 
of the New York Central; Ashbel Green, of the West 
Shore; Randolph Robinson, of the Pennsylvania ; 
George C. Greene, of the Lake Shore; Henry Russel! 
of the Michigan Central; Henry J. Drinker, o 
the Lehigh bags § E. W. Meddaugh, of the Grand 
Trunk ; and W. H. Blodgett, of the Wabash. The 
most important subject considered was as to the 
defense to the action which has been begun by the United 
States District Attorney to test the legality of the agree- 
ment under which the Joint Traffic Association was 
formed. The whole subject was, by resolution, put in 
charge of a committee of five members of the Board of 
Control. Chauncey M. Depew and E. B. Thomas are 
two of the members of the special committee. There 
will bea —— before the Court January 31. 

The Board also fixed the salary of Commissioner 
Blanchard, and heard the report of the committee ap- 
pointed to inform the arbitrators of their selection as 
such. The committee repoited that the arbitrators had 
agreed to serve when called upon. 
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